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RAILROAD CONSOLIDATION 


Now comes Director-General Davis with a plan for 


making the proposed consolidation of railroads prac- 
ticable by which the government would underwrite the 
earnings of the proposed consolidated systems, in the 
form of a modest dividend, with the right on the part of 
the railroads to earn a reasonable increase as a reward 
for efficiency and economy in operation. We agree with 
Mr, Davis that this might be a means of overcoming the 
objections of owners of dividend paying properties to 
consolidating voluntarily with the poorer roads, but we 
do not see the necessity or-the advisability of bringing 
about the proposed consolidatigns ; and, ev. slfgaee did, 
we would think the Davis scheme a worse “thing for the 


country than the condition which, by it, he seeks to 
remedy. 


We have now a government guaranty bugaboo 
which is none the less talked about and condemned, 
though it does not exist; but what would be the condi- 
tion if, as Mr. Davis proposes, there were a real guar- 
anty? The principle in his plan is the same as that pro- 
Posed when the present transportation act was in pro- 
cess of formation and it was suggested that rates be 
fixed at a level that would produce a reasonable revenue 
for the roads as a whole and then the excess be taken 
from the roads that earned more than that reasonable 
feturn and given to those that earned less. The plan 
Was discarded as too paternalistic and as actually illegal. 
Mr. Davis’s plan might be legal, if the roads consented 
to it, but it would be none the less paternalistic. We 
want no government operation of the railroads nor any 
form of government participation in or guaranty of prof- 
its except as government adopts sound regulatory pol- 
icies that will permit the railroads to earn an adequate 
wage by their own efforts. 


We believe there is a false conception of the bene- 


fits that would result from consolidation on a large scale, 
and we do not believe we are getting the true sentiments 
of those who are discussing the matter. Everyone 
seems to think he is, perhaps, not able to cope with the 
subject and that he will “get in bad” if he opposes the 
theory of the transportation act that consolidations 
should be brought about voluntarily in accordance with 
a plan to be adopted by the Commission. Of course, 
the Commission has not yet adopted a plan and one 
cannot well oppose something that does not exist, but 
we believe that most shippers do not want wholesale 
consolidations and that railroad men do not want them 
either. Consolidation is a thing that is good in theory, 
like government ownership, where competition would 
be abolished and large economies result. But theory 
does not always hold good in practice. We believe that 
the consolidation of the railroads of this country into 
several large systems would result in an unwieldy ma- 
chine that would fail to give service to the shippers and 
that would make of railroad men a set of machines with 
little personal touch with the customers they were sup- 
posed to serve. It certainly does not appeal to us as a 
consummation so desirable as to warrant any such plan 


of government guaranty as is embodied in the Davis 
scheme. 


RAILROAD MISREPRESENTATION 

President Harding Jeft Washington for Florida this 
week convinced that it will not be necessary to call Con- 
gress in extraordinary session before the regular ses- 
sion next December. We trust that such will be the 
case. If the doors of the national legislative body re- 
main closed for the next eight months, there will, at 
least, be a cessation of the misrepresentation on the rail- 
road question in which certain members of Congress 
indulge while the columns of the Congressional Record 
are open to them. There will be time for some of the 
erroneous impressions resulting from congressional 
speeches to be removed. 

The railroads were not overlooked in the last min- 
utes of the Sixty-seventh Congress. Senator Calder, 
retiring as senator from New York, raised a sane voice 
of protest against the railroad baiters, but it was muf- 
fled by attacks on the railroads by Senator Robinson, of 
Arkansas, who probably will be the next Democratic 
leader in the Senate, and Senator Gooding, of Idaho. 

Senator Robinson, better informed on the railroad 
question than the average senator, in a political attack 
on the Republicans, declared that the country was facing 
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, breakdown of railway transportation facilities and 
that excessive rates embarrassed business. Apparently 
the fact that the railroads have been and are handling 
the greatest volume of business in their history for the 
period involved and that their orders for new equipment 
have been and are heavy does not bother him in the 
least. The railroad plant is in need of improvement, but 
it is not true that the country faces a breakdown of trans- 
portation facilities. The present level of rates is not pre- 
venting the largest movement of traffic, for the period 
involved, in the history of the railroads. We trust Sen- 
ator Robinson, in his cooler moments, will reflect on 
what he said when he was damning the Republicans for 
their sins in the last Congress and that, when Congress 
reconvenes, he will have the courage to consider the 
transportation problem solely from the point of view of 
the national welfare and not attempt to use it as a vehicle 
to get the “ins” out. 


Senator Gooding’s “conspiracy” speech, so far as it 
related to the Commission and Ex Parte 74, was so ridic- 
wlous that it would be a waste of time to consider it, 
were it not for the fact that it may appeal to the unin- 
formed. The informed know, of course, that Ex Parte 74 
did not grow out of a conspiracy participated in by the 
Commission and federal reserve bankers, but that its in- 
ception really dated back to the Director-General’s re- 
fusal to increase rates before the end of federal control 
so as to meet the cost of operation as increased by the 
Director-General. Congress contemplated such a pro- 
ceeding when it enacted the transportation act and the 
Commission carried out the mandate of Congress in its 
decision in Ex Parte 74, which permitted the carriers to 
increase their rates to a level designed to yield, “as 
nearly as may be,” the fair return prescribed by Con- 
gress. Congress provided a guaranty for six months 
after the termination of federal control, with the under- 
standing that the Commission would readjust rates in 
the meantime to enable the railroads to meet the in- 
creased cost of operation. In Ex Parte 74, the Com- 
mission said that many shippers had directed their 
testimony and argument principally to the method of 
increasing the rates rather than to the amount of the 
increases. If the Federal Reserve Board and the fed- 
eral reserve bankers decided on a policy of deflation on 
May 18, 1920, and an increase in freight rates was nec- 
‘ssary part of that deflation scheme, as was evidently 
assumed by Senator Gooding, then the bankers were 
several months behind Congress, which recognized 
February 28, 1920, when the transportation act was ap- 
proved, that freight rates would have to be increased. 
The adoption by the bankers of the resolution relating 
to increases in rates was similar to action taken at about 
the same time by business organizations generally. They 
urged that the railroads have an opportunity to earn ade- 
quate revenue to maintain adequate transportation. 

Senator Gooding made sweeping charges that the 
tailroads were wastefully and extravagantly managed. 
He declared that the railroads, in 1921, made a greater 
art earning than in 1913 by $8,990,500. The senator ob- 
tained his figure of $8,990,500 by using the “net revenue” 
of the railroads in the years mentioned. Out of “net 
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revenue” taxes and other items are paid and the remain- 
der is “net railway operating income,” which is usually 
used to show the results of railway operations. Disre- 
garding items other than that of taxes, we find, by in- 
spection of official records open to Senator Gooding, that 
the railroads in 1913 paid $118,386,859 in taxes while in 
1921 they paid $275,882,150 in taxes. Deducting merely 
the taxes from the “net revenue” the railroads had left 
$816,510,794 in 1913 and $678,006,003 in 1921. The net 
railway operating income in 1913 was $787,610,435, which 
represented a return of 5.15 per cent. In 1921 the net 
railway operating income was $600,888,351, which rep- 
resented a return of 3.08 per cent. These figures and 
those used by Senator Gooding relate to Class I roads 
exclusive of switching and terminal companies. 

Senator Gooding found the basis for one of his 
charges that the railroads were extravagantly and waste- 
fully managed in figures obtained from the Commission, 
showing that there was an increase of 8,835 in the num- 
ber of general and division officers of the railroads in 
1921 as compared with 1913, the totals being 21,763 and ° 
12,928, respectively. The salaries increased from $39,- 
869,656 to $86,026,886. At the same time there was a de- 
crease of 123,334 in the number of railway employes. 

He did not tell the Senate, however, that one reason 
for the increase in the number of railway. officials in 1921 
over 1913 was that, in 1913, there were no such classifi- 
cation regulations imposed on the railroads as there were 
in 1921 and that these regulations resulted in a substan- 
tial increase in the numbér of officials reported. In other 
words, the figures for 1913 and 1921 were not compar- 
able. Neither did the senator explain that the number 
of railway employes dropped from 2,022,832 in 1920 to 
1,660,617 in 1921 on account of the business depression 
in 1921. 

Senator Gbdoding said he had tried hard to find some 
reasonable excuse for the “remarkable increase in the 
number of officers on the railroads of the United States, 
but nowhere have I been able to find the slightest reason 
or excuse for the increase.” 

No mention was made by Senator Gooding of the 
fact that the wages of railway employes, exclusive of 
officials, totaled approximately $1,300,000,000 more in 
1921 than in 1913, although there was a decrease of 
123,334 in the number of employes. He denounced an 
increase of $46,157,230 in the salaries of officials but 
was silent on the more than a billion dollar increase in 
the wages of employes—and the $46,000,000 increase 
was based on figures not properly comparable. 

“Taking the increase of $8,990,500 and cutting out 
the extravagant increase of $46,157,230 for the manage- 
ment of the roads, it would make the net revenues for 
1921 $55,147,731 greater than in 1913,” Senator Good- 
ing declared. 

On such calculations he based his charges of waste 
and extravagance in railroad management. They meas- 
ure up, however, to his assertion that, under the trans- 
portation act, the railroads are operating “with a fixed 
earning interest charge of 534 per cent, based on a valua- 
tion of $18,900,000,000,” and that the people are now 
asked to pay an interest charge of 534 per cent to the rail- 
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roads. He made these assertions notwithstanding the 


fact that correct explanations of the rate-making pro- 
visions of the transportation act had been made on the 
floor of the Senate of which he is a member. 


RECAPTURE OF EXCESS EARNINGS 


In his argument before the special court at New Orleans in 
behalf of an injunction against the United States, the Interstate 
Commerce Commission, and Randolph Bryant, United States at- 
torney for the eastern district of Texas, forbidding them to do 
anything toward the enforcement of what the complainant called 
the Commission’s orders requiring the Dayton-Goose Creek Rail- 
way Company to observe the recapture clause, Robert H. Kelley, 
special counsel for the railroad company, took the position not 
only that the law was unconstitutional, but also that what the 
Commission had sent to the company were orders. The position 
that what the Commission had sent were orders was taken be- 
cause Solicitor Farrell had taken the ground that the most the 
Commission had done was to send notices or advices to the 
company that the law was so and so. He pointed out that in 
the correspondence with the company signed by the director of 
the Commission’s bureau of finance what the Commission had 
sent the company were orders. He said, by way of answer, that 
if the Commission had intended to give an admonition of a warn- 
ing that would not have been a difficult thing to do, adding that 
the orders of an administrative body, such as the Commission, 
were not to be construed as strictly or by the same technical 
rules as a decree of court. He quoted two letters from the finance 
bureau in which the director used the words “under the terms 
of the orders,” referring to the papers the Commission had sent 
to the company. They were the papers to which Mr. Farrell 
referred as admonitions or notices. Mr. Kelley suggested, in his 
brief of the argument, that the complainant’s construction placed 
on the papers received from the Commission therefore was not 
entirely illegitimate. 

In his discussion of the law, Mr. Kelley pointed out that 
while the railroad was private property devoted to public use, 
the entire income derived from that use was and remained the 
private property of the complainant and could not consistently 
with the fifth amendment, be taken without due process of law 
or without just compensation. 

A second point made by him was that the general level of 
rates, state and interstate, under which the Dayton-Goose Creek 
Railway earnings accrued between March 1, 1920, and December 
31, 1921, must be assumed to be at most just and reasonable and 
might not be assumed to be excessive. 

The restrictions placed by section 15a upon the use of the 
moneys thereby required to be placed in a reserve fund, Mr. 
Kelley contended, constituted a taking of property under the 
fifth amendment, because an undue limitation upon the use of 
property was equivalent, under the constitution, to a seizure of 
the property. 

The “due process” clause of the fifth amendment, he said, 
required equal legislation, affecting generally and in like manner 
all those in similar circumstances, and to that extent, he argued, 
the fifth amendment, which does not contain an equal protection 
clause, was as broad as the fourteenth amendment, in which the 
principle was expressly stated. 

Mr. Kelley contended that a classification of carriers, for 
rate-making purposes, solely upon the basis of the net earnings 
of such carriers for performing a similar service under like con- 
ditions in the same territory, was arbitrary and unequal, and 
therefore took property without due process, in violation of the 
fifth amendment. Continuing his agument he sa‘d 


The effect of this act, if valid, is that while two railroads 
lying side by side may haul equal quantities of the same com- 
modity between the same points at the same rate, yet if one be 
prosperous and well managed and earn more than six per cent 
on the value of its property, and the other be run-down and 
poorly operated so that it earns only two per cent, the net rate 
that may be ultimately retained by one carrier will be less than 
that kept by the other. 

Has it come to pass in this country which once, at least, was 
free, that industry, sagacity, prudence, foresight and efficient 
workmanship, with their rewards, have no protection under the 
fundamental law? Such would inevitably seem to be the case, 
if, without reference to the value of the service rendered, the 
Congress may single out the man whose railroad, built in the 
right place and well manned and operated, proves prosperous, 
and decree that merely because of the rate of return on his in- 
vestment he alone must deliver a part of his profits to the gov- 
ernment. If ever a court was confronted with a case of arbitrary 
classification, without reasonable basis, Your Honors have it here. 


Another ground on which Mr. Kelley based his allegation of 
unconstitutionality was that the act deprived the complainant of 
its property without due process, because it entirely lacked any 
provision for adjusting the actual earnings to the earnings as 
shown by the books shortly after the close of the annual account- 
ing period. He pointed out that while the accounting rules of 
the Commission provided for taking care of what were called 
“lap-overs” so that payments on orders of reparation or judg- 
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ments were taken into the accounts in the years in which they 
were paid, there was no method whereby the railroad coulg 
claim a refund from the so-called excess earnings payment to 
the Commission to the end that the payment would be no greater 
than the real excess. He pointed out that, in the case of a small 
road, a judgment for $30,000 on account of personal injuries 
might extinguish the so-called excess earnings for two or more 
years, after they had been paid to the government, from which 
no part of the payments could be recalled. 


The statement that the government could take the private 
property of a railroad company under such terms, Mr. Kelley 
said, not only shocked the judicial conscience, but must stagger 
the judicial credulity and try judicial forbearance, 


He argued the recapture part of the statute was also in con- 
travention of the tenth amendment because it made no distinc. 
tion between earnings from state and interstate business. He 
said that if the orders of the Commission required that money be 
paid tothe Commission and placed in a reserve fund, or either, 
and if, under the law under which they were issued be valid, a 
failure.to observe them would subject the comnlainant, its of- 
ficers and directors, to prosecution, against which complainant 
was entitled to the protection of an injunction. 


SUGGESTS CONSOLIDATION GUARANTY 


In discussing the proposed consolidation of the railroads 
into a limited number of systems, in a speech before the Traffic 
Club of New England at Boston, March 6. Director-General 
Davis, of the Railroad Administration, suggested that a plan 
tor a modest government guaranty would aid in making the 
consolidation program effective. On this subject he said: 


The consolidation plan contained in the transportation act is 
one from which, if it could be successfully consummated, much 
benefit might result. The British government has recently carried 
out a plan somewhat on the lines suggested in the transportation 
act. One hundred twenty companies in Great Britain have been 
successfully consolidated into four systems. If such a plan could 
be perfected, it would remedy perhaps the most serious defect in 
the present system of government control, whereby, under a rigid 
schedule of rates, net earnings are inequitably distributed, roads 
favorably located enjoying excessive returns, while their less 
fortunate neighbors have a constant struggle to make both ends 


et. 

In 1921, which was a lean year for the railroads, the net 
earnings, as a whole, being but 2.95 per cent on what is known as 
their rock value, some variations in the earnings of different carriers 
are of interest. } ; 

The Gulf, Colorado & Santa Fe Railroad (one of the subsidiaries 
of the Santa Fe) earned 10.69 per cent; the Michigan Central (a 
subsidiary of the New York Central) earned 10.14 per cent; the Rock 
Island earned 6.65 per cent, and the Illinois Central earned 6.27 per 
cent. On the other hand, the Chicago Milwaukee & St Paul earned 
but .74 per cent; the Chicago Great Western .25 per cent; the 
Minneapolis & St. Louis. 21 per cent, and the Erie showed a deficit. 

It is of controlling interest to that portion of the country through 
which these lines are operated that they shall be maintained at a 
standard of efficiency that will give to the public reasonable trans- 
portation service. : : 

Voluntary consolidation of more than 400 independent lines, 
exhibiting such varying degrees of earning capacity, will be difficult 
of accomplishment. Working out the details of so comprehensive 
a proposition presents complex questions bewildering in their many 
angles. The controlling problem to be met at the threshold is how 
to induce the private owners of seasoned and dividend paying property 
to voluntarily consolidate with properties that do not pay dividends, 
and perhaps are operating at a deficit. 

In view of the fact that the government fixes rates and wages, 
and now insists upon consolidation in accordance with a government 
proposed plan, any fair protection of private interests might well 
require the government to underwrite the earnings of the proposed 
consolidated systems, in the form of a very modest dividend, with 
the right on the part of the properties to earn a reasonable increase 
as a reward for efficiency and economy in operation. ; ee. 

If the government assumed an obligation of this kind, it is 
extremely doubtful if there would ever be any ultimate liability, and 
protection against such liability could be effectually made if some 
provision were enacted whereby any liability which the government 
incurs for lean and unsuccessful years would be paid off out of the 
earnings during more prosperous seasons. 2 

While there would undoubtedly be great opposition in some 
quarters to any sort of a government guaranty, the effectiveness of 
such a guaranty in speeding a plan of consolidation is at least 
worthy of fair consideration. ; 

A provision of this kind would strengthen the railroad credit, offer 
a strong and perhaps irresistible inducement to the railroads to 
support a general plan of consolidation, would make earnings more 
nearly uniform, and should in the end result in substantial rate 
reductions. 


OVERTIME TO BE EXACTED 


The Treasury Department is expected to renew its ruling 
that the part of the customs law providing that customs inspec 
tors shall be paid overtime when they work after hours, Sundays 
or holidays, applies to the railroads. The ruling is to be made 
under the new tariff law. The railroads contended that a similar 
provision in the earlier tariff law applied only to ships and not 
to foreign goods coming in over the Canadian and Mexican bor- 
ders. The railroads won their contention in the courts of the 
District of Columbia, The old ruling, which the courts upset, 
required the customs collectors to exact from the railroads pay 
equivalnt to the pay for half of a day for each two hours or less 
of overtime put in by inspectors examining the contents of rail- 
road cars coming across Mexico and Canada. 
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Current Topics 
in Washington 


Harding Goes While the 
time in so many years, Congress 
that, so far as 


Going is Good.—For the first 
is actually in a recess 
can be seen now, will last for eight 
months. Whether President Harding will be able to get along 
without legislative help for so long a time is a question. At 
this time he thinks he can. The cynically inclined, however, 
point to the fact that he began taking a vacation one day after 
the adjournment. If he were so sure as he professed to be, 
they are inclined to ask, what was his hurry? ‘The answer may 
be he knows Washington so well he was morally certain there 
would be a deep snow some time about March 4, notwithstand- 
ing that day, this year, was a record breaker for heat in 
March. But the next day it snowed and then it rained, almost 
as much as on the day William H. Taft was inaugurated. Con- 
viction that Washington was due for a spell of weather of that 


kind may have started the President on his trip South so soon. 


after Congress quit work. However, the notion tucked away 
in the backs of the heads of many is that President Harding 
was afraid his luck would not hold and that he had better 
get away before he had to sign a call for an extraordinary 
session. In the old days when March 4 came, in the odd-num- 
bered ‘years, Washington business put up its shutters prepared 
to remain in a semi-comatose condition for two-thirds of a 
year. In those days newspaper correspondents stationed here 
as their regular assignments were morally certain that, for days 
ata time in the summer there would be nothing more excit- 
ing than speculation as to how nearly liquid the asphalt pave- 
ments would become in the summer heat, or reports as to how 
near some one had come to inventing a new drink. Colonel 
Rickey invented his more or less celebrated ante eighteenth 
amendment thirst annihilator in one of the long vacations. 
Washington thought so much of his achievement that the sign 
painter was called in to perpetuate the memory of his feat by 
means of a painted announcement on the wall of the place of 
entertainment where it was accomplished. In those days, if any 
one complained about the high price of anything in Washing- 
ton, he was solemnly reminded that, for business purposes, Wash- 
ington was only a six months’ town and the overhead for a 
whole year had to be collected in that period. In those days, 
a rumor about the possibility of an extraordinary session of 
Congress was first page news. McKinley, in 1897, set the 
fashion of calling an extraordinary session when there was a 
change in the complexion of the administration. He called the 
extraordinary session in that year to get rid of the Wilson-Gor- 
man tariff. Taft was the first president to call an extraordinary 
session to revise a tariff made by his own party. To that de- 
parture from the rule many attribute recent troubles of the 
party that was steadily in power from 1861 to 1885. If an ex- 
traordinary session is not called within two months from this 
time, the probabilities are that, from that time forward, -Wash- 
ington’s chief occupation will be speculation as to how much 
longer a session can be put off. The idea of Washington get- 
ting along nowadays for eight months without Congress, the 


a generation is inclined to believe, is just short of prepos- 
erous. 





Only Two Regulatory Veterans Left.—Albert Baird Cummins 
and Robert Marion LaFollette are the only veteran workers on 
the act to regulate commerce, now officially dubbed the interstate 
commerce law, left in the law-making branch of the govern- 
ment. John J. Esch is a member of the Commission. Cum- 
ins and LaFollette are old men; the former having been born 
in 1850 and the latter in 1855. The former is believed to regard 
the transportation law as his greatest work. In a physical 
Sense, it is. But the amendment he wrote into the law in 
June 1910, it is suggested by some familiar with the working 
of the regulatory statute, is greater than the work he has 
done since that time. That amendment is the one that armed 
he Commission with power to suspend a proposed rate and 
Dut on the carrier the burden to show that it would not be un- 
reasonable. Section 15a, according to the belief of many rail- 
toad men, has brought nothing thus far but trouble on both 
the railroads and the Commission. The trouble consists in the 
°pportunity it affords the professional misleaders of the public 
to call it a guaranty section, and the careless to help along the 
misleaders by conceding, in an implied way, that it is a thing 
of that kind. It has made trouble for the Commission by putting 
on it the duty of announcing, periodically, what it deems a fair 
Tate of return and then assuming the responsibility of initiat- 
ng and establishing rates to yield that fair return. It has not 
son the railroads a dollar, unless it be figured that it has 
— the Commission to .allow rates that it would not have 
sored but for that mandate. To be sure, the law is only 
Wo years old. It is a fact, however, that the railroads have 
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done no better under it than they did under the rule that rates 
should be just and reasonable, without any index as to the 
amount of money that would be regarded as the result of rates 
just and reasonable, from the point of view of the railroad 
stockholder. The amendment of 1910 has been of more prac- 
tical use, in that it has been a stop, look, and listen sign to 
the railroads. LaFollette’s contribution to the legislation regulat- 
ing the railroads, according to the appraisement of many men, 
has been of greater in quantity than quality. He is the author 
of the valuation section of the law. If the valuation of the rail- 
roads ever proves of worth to any one, it may be to the 
railroads. It is not likely to be of much value to them. La- 
Follette makes speeches to the effect that there are billions of 
water in railroad capitalization, just as if rates were made 
on capitalization. But the ordinary citizen, after reading a 
speech of that kind, must believe, if he believes anything, that 
the Commission is composed of perjurers who told a lie and 
then swore to it, when they reported that the property of the 


railroads in 1920 was worth $18,900,000,000 and based rates on 
that valuation. 





Tributes to Cannon.—Washington was busy for several days 
before the end of the recent session of Congress, devising trib- 
utes to Joseph G. Cannon. More were frowned on by “Uncle 
Joe” than were accepted. Such as did not involve bestowal of 
praise in his presence the sturdy old quaker appreciated. When 
the photographer asked him to get out the genuine old beaver 
hat presented to him when he came to Congress forty-six years 
ago, he accepted that as a tribute—and brought forth the old hat 
with himself under it, so the photographer made as many pic- 
tures of them.as he pleased. He could not get away from the 
tribute paid to him Saturday night March 3, when he asked leave 
to “extend his remarks in the Record”, meaning the Congres- 
sional Record, the official newspaper of Congress. He could 
have avoided the ten minutes of applause that greeted his re- 
quest by remaining away from the last night session of the 
House, but that is not his way and never was. Refuge by seclu- 
sion has never been his characteristic. Even when, in 1910, 
the House, in a memorable parliamentary struggle, voted him 
down, he stood up, unafraid, and invited the members of the 
House who had just returned a majority against his ruling, to 
nominate a man for the speakership, in his place. Norris, of 
Nebraska, and other insurgent members of Cannon’s own party 
did not accept that challenge. Cannon continued day after day 
after that to attend to his duties. The remarkable part of his 
career, now closed so far as the public part of it is concerned, 
is that he did not have to die for men to come to an apprecia- 
tion of what, a dozen years ago, was called Cannonism, as a 
method for getting the public business done at the minimum 
of expense to those who were paying the bills. Had Cannonism 
been continued, public expenses many believe, would not have 
risen to the height they have attained when, each year, the 
government spends more than the whole cost of the Civil War. 
But one tribute Cannon rejected promptly and with kindly vigor. 
He declined to return to Danville in an airplane. An ethusias- 
tic young aviator, told “Uncle Joe” he would take him home 
in four hours and be proud to do so. The veteran was grateful 
but he guessed he would be more comfortable in a Pullman. 





Williams Shocks the “Unco Guids’.—John Sharp Williams, 
of Mississipi, the most highly educated man in Congress, retired 
with Cannon. They served in the House together. Thin and 
wiry, sharp of tongue, and of uncommon power in debate, they 
often led their parties in the fights in the House. Williams 
pained the self-righteous by dining at the home of one of the 
door-keepers of the Senate on the evening more highly placed 
men desired him to be their guest at a formal farewell dinner. 
More than that, he dined with a man who once kept a saloon 
and before that had been a barkeeper. Williams spoke of Phil- 
lip Roche, the door-keeper, as one of his dearest friends, a man 
of honor, high and righteous thinking, and one who had never 
had an evil thought. Williams never did care what those about 
him thought of him. He has always been his own master even 
daring, during the war, to say that he was fond of the German 
people, among whom he had received his post-graduate education. 
The Mississippian, as the Illinoisan, retired of his own volition. 
Some thought it would have been impossible for him to be elected 
again in a primary. The primary, according to the views of 
many who believe the representative form of government is the 
best that was ever devised and, therefore, jeer at the primary 
election way of choosing public officers, would not give John 
Sharp Williams another term. Williams, by birth and education, 
is an aristocratic. By his habiliaments—for he is a sartorial out- 
cast—he is a blood cousin of the tramp. The proletariat in Mis- 
sissippi was supposed to be utterly opposed to him. That may 
not have been the fact. Williams did not admit, but placed 
his retirement on the ground that he had wearied of the work 
he had been doing, and that profession probably is believed by 
those who realize the futility of many of the activities in the 
capitol of the United States. 





Dissatisfaction With Fourth Section Cases.—The irritable 
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feeling of many shippers about the way the Commission admin- 
isters the fourth section, it may be suggested, indicates how the 
foundation is laid for the charge, frequently made, that an 
administrative officer does not enforce the law or that the 
Supreme Court overturns the law. The most that justly could 
be said by a dissatisfied shipper, it is believed, is that the Com- 
mission was not enforcing what he deemed to be the law. What 
the Commission says is the law is the law until the Supreme 
Court says something else, or until Congress changes the 
statute. Many members of the bar have helped create the 
popular impression that the Supreme Court exercises a discrea- 
tion, legislative in its character, when it holds a statute void. 
They have not taken the trouble to point out to those whom 
they have misled that what the court said was merely that 
Congress did not say what somebody thought it had said, or 
that what it had said did not square with what the Constitution 
had authorized it to do. The controversy as to whether the 
Commission should award reparation when a rate in excess of 
the aggregate of the intermediates has been found could be 
ended by amending the fourth section so as to make it say that 
the collection of charges, under such conditions should be deem- 
ed to have resulted in the collection of an unreasonable rate. 
The law is settled that, when the Commission finds a rate un- 
reasonable, it must award reparation, if it can find who paid 
and bore the charges. A general provision in the statute re- 
quiring refund of the excess for any kind of violation or depar- 
ture from the rules of the fourth section would clear up the 
reparation phase of the subject. The same is true with regard 
to the controversy about the meaning of paragraph 12, of the 
first section, in regard to assigned cars. It might be 
love’s labor lost for the railroads to undertake to have that 
paragraph changed in advance of a finding by the Commission 
that the paragraph forbade the assignment of cars without a 
count of them against the distributive or pro rata share of the 
mine receiving assigned cars. The thought of some who regard 
as unwarranted attacks on the Supreme Court and on the Com- 
mission on the assumption they overturn the law or do not 
enforce it, is that it would be much better for the country were 
such critics to pay more attention to having the law-making 
branch of the government clarify disputed points and less to 
denunciation of the administrative bodies and the courts for 
having done the best they could to ascertain and declare the 
meaning of the words Congress employed in trying to express 
its idea on the subject. However, it has been suggested that 
it is not wholly consistent for the Commission to refuse re- 
paration and, at the same time, make no move toward punish- 
ing a carrier when it finds and declares that the carrier disre- 
garded the section. A. E. H. 


TO COMPEL BOAT SERVICE «CT. 


The Trafic World Washington Bureau 


The Supreme Court of the United States has denied a writ 
of certiorari in No. 826, William Lucking vs. Detroit and Cleve- 
land Navigation Company addressed to the circuit court of ap- 
peals of the sixth circuit. The case, however, is before the 
court on appeal. ; 

In behalf of himself and others, Lucking filed a petition in 
the federal court for the eastern district of Michigan for an 
injunction forbidding the navigation company to abandon, in the 
season of 1921, its boat service between Detroit and Mackinac 
Island. Lucking averred that for thirty years the boat company 
has been operating a four-times-a-week service over the route, 
and that, in the course of its operations on the Great Lakes 
it made good profits. He declared the company pruposed aban- 
doning its Detroit and Mackinac service because of its dissatis- 
faction with the seaman’s act, known as the Lafollette law. 

Alpena, Harbor, Beach and Cheboygan municipalities served 
by the boat company intervened and were heard on briefs in 
support of the bill field by Lucking. In his appeal to the 
Supreme Court of the United States and also in the application 
for a writ of certiorari, Lucking called attention to the fact 
that no service was being asked for other than that which the 
company had been rendering for the territory in question for 
the last twenty or thirty years; that no request for additional 
facilities or expenditure’ of money for additional boats or equip- 
ment was being made. 

Lucking averred he had asked the lower court to compel 
the boat company to operate its steamers as usual and not to 
permit it arbitrarily and without reason to deprive the territory 
in question of the transportation facilities upon which it de- 
pended and upon which it was built up. He said his bill averred 
the company could perform the service and had performed it at 
a profit, and that its entire business brought it in a large and 
handsome return on its investment. 

In a broad way of speaking, Lucking contended it was the 
duty of the boat company to continue its service; that the com- 
mon law did not permit a carrier to abandon a service which 
it had elected to perform for the reason that it might not earn 
as much upon the branch of its service as it earned on its busi- 
ness as a whole, or because it was dissatisfield with a duty laid 
upon it by the law. 

According to Lucking, the question presented was one of 
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great public importance, involving the right of the general public 
to have maintained a necessary and very important carrier ger. 
vice by water. It involved, he said, the question whether duties 
and obligations, held by the Supreme Court to be applicable to 
common carriers generally, were to be applied to common car. 
riers by water, or whether such carriers were in a class by 
themselves and thus relieved from the performance of the usual 
duties of a carrier to the public. He said the determination of 
the case involved the consideration of three questions: 

1. Whether respondent is within the terms of the Interstate Com. 
merce act and amendments and what, if any, duties, to serve the 
public are imposed upon it thereby. : 

2. Whether respondent is under any duty at common law to 
es a@ necessary service over an established route. 


3 ether respondent is under such duty by virtue of any of 
the statutes of Michigan. 


.Lucking contended the abandonment was analagous to the 
proposal of the Chesapeake & Ohio to relieve itself of passenger 
service on a branch line, considered by the court in C. & O. ys, 
Commission, 242, U. S. 603 and related cases. As to the point 
that the boat company did not have the power of eminent do. 
main and, therefore was under no obligation to the state, Luck- 
ing said it did not have the power simply because there was 
no need for it but that the obligation arose from the charter to 
operate a boat line. 


MUST PAY INTEREST 


The Trafic World Washington Bureau 


The Supreme Court of the United States, in an opinion by 
Associate Justice Butler, on No. 407, Seaboard Air Line et al. 
vs. United States, has held that “just compensation” required 
by the constitution of the United States and the language of 
the Lever law, includes interest on the amount of a judgment, 
from the time of the taking of the railroad company’s property, 
and that mere payment of the amount of the judgment would 
fall short of the just compensation guaranteed by the constitution 
and commanded by the Lever law. 

In this case the question arose about the interest on a judg- 
ment given by the court in South Carolina in favor of the rail- 
road company for the value of 2.6 acres of land taken from the 
railroad company at Charleston in 1919, under the Lever act, 
for the use of the army. The judgment was for $6,000. The 
United States contended, under a statute, that it was not obliged 
to pay interest on the judgment and the appellate court agreed, 
reversing the lower court which had given judgment for the 
$6,000 and interest at the rate of 7 per cent, the legal rate in 
South Carolina. 

When the land was taken the government appraised it as 
being worth $235.80. The railroad company refused to take it. 
The company asked the government to comply with the terms 
of the Lever statute requiring it to pay at least 75 per cent of 
the value at which it appraised the land. The government re 
fused to do even that much. 

“Just compensation”, the Supreme Court held, constituted in 
making whole the person from whom property was taken, from 
the minute the taking took place until the compensation was 
made, and that interest was the easiest and most reasonable 
way to measure and state the amount of property of which 
the citizen was deprived after the actual taking and before the 
judgment was paid. 


ECONOMY IN NEW ENGLAND 


The New England railroads have taken a step to bring 
about saving in the traffic department. They are supported 
in this move by the Boston Chamber of Commerce and the New 
England Traffic League. 

The interstate commerce act requires the railroads to post 
tariffs at each point from which the tariff names rates. Many 
tariffs apply from all stations in New England to large tert'- 
tories of destination, such, for instance, as the trans-continental 
tariffs, which blanket the rates from all points East of the Hud- 
son River to all Pacific Coast points. 

While the tariffs thus make provisions for rates from all 
stations in New England, there are hundreds of stations from 
which no shipments ever move to the destination covered by 
these issues, nevertheless the law requires that these tariffs be 
posted at each of these points. The Commission, however, may, 
on proper showing, give relief from this requirement. ; 

Many of the other tariffs that are now filed at, these uni 
portant points are costly, and impose on the railroads a useless 
expense. Obviously, no good purpose is served by filing a tar! 
at a point where there is no probability that it will ever be 
used. 

N. W. Hawkes, chairman of the New England Freight A® 
sociation, has asked the Commission to give relief from this 
requirement of the law and New England shippers are support: 
ing his request, realizing that the cost must eventually be borne 
by them. . F 

The carriers have agreed to file these tariffs immediately, 
if any demand for their use arises, and also propose to give 
notice where the rates may be obtained in the event business 
should unexpectedly develop. 
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SHORT-HAUL STEEL RATES 


In dismissing No. 12479, American Shipbuilding Company 
et al. vs. Director-General, Baltimore & Ohio et al., opinion No. 
9252, 77 I. C. C. 439-43 (see Traffic World, March 3), the Com- 
mission appeared to be depending upon the carriers to make 
good on their assertion that they were planning to increase the 
combinations on iron and steel articles, from Pittsburgh and 
other points in western Pennsylvania to Cleveland, Lorain, Can- 
ton and Akron, O., so they will be equal to the present through 
rates. It said it expected them to eliminate fourth section vio- 
lations promptly. The carriers said they had completed a check 
on the numerous combinations which were lower than the 
through rates with a view to putting in rates equal to the com- 
binations until such time as all rates on iron and steel articles 
throughout the territory could be increased to the full fifth class 
basis. Fifth class is the basis of rates on iron and steel articles 
in Official Classification territory. Commodity rates less than 
fifth class, especially for the short-haul traffic in the steel pro- 
ducing and steel fabricating territory in western Pennsylvania 
and eastern Ohio, the report said, were put into effect years ago 
to enable the carriers involved to meet carrier or commercial 
competition. 


The report covers sub. No. 1, Frank A. Scott and J. O. Eaton, 
receivers for Standard Parts Co. vs. Director-General et al., and 
No. 13122, Firestone Tire & Rubber Co. vs. Pennsylvania. The 
complainants and manufacturers and fabricators of iron and steel 
with plants at the points mentioned. They alleged the rates on 
iron and steel articles from points in the so-called Pittsburgh 
steel district to the points in Ohio mentioned and to Buffalo, since 
September 20, 1917, had been unreasonable, unduly prejudicial, 
unjustly discriminatory and in violation of section 4. They 
asked for reasonable and non-discriminatory rates and repara- 
tion. No evidence was offered as to rates to Buffalo, so the Com- 
mission limited its report to the Ohio destinations. 


In its report the Commission said that iron and steel articles 
probably moved in greater volume between points in and around 
Pittsburgh than in any other section of the country. They are 
rated fifth class in Official Classification territory. For many 
years, however, a great volume of short-haul traffic moved in 
Central territory on commodity rates lower than fifth class. For 
long hauls the fifth class was generally applied, but prior to 1917, 
the Commission said, commodity rates less than fifth class were 
maintained to meet carrier and commercial competition and 
many of the rates on the fifth class basis were published as com- 
modity rates, for the sake of convenience. 


In 1917, with a view to preserving the existing commercial 
relationships, threatened by the application of fifth class about 
to be published as a result of the C. F. A. Class Scale case, 45 
I. C. C. 254, and the Fifteen Per Cent case, 45 I. C. C. 303, the 
Commission authorized the carriers to cancel all commodity 
rates on iron and steel articles, except the so-called short-haul 
traffic rates applicable on business moving within the Pittsburgh 
district or between it and the Ohio districts. They were regard- 
ed as rates applying, practically speaking, between different 


mills of one big iron and steel plant in eastern Ohio and western 
Pennsylvania. 


The result of that exception was the making of through rates 
higher than the combinations. This was further complicated by 
the changes made in obedience to General Order No. 28. On 
June 25 the class rate between Cleveland and Pittsburgh became 
17 cents and the combination, on Youngstown, became 15 cents. 
August 26 the through class rate became 25 cents and the com- 
mination 21 cents, a violation of the aggregate of intermediates 
tule. Practically the same situation existed and still exists with 
respect to the rates to Lorain, Canton and Akron. 

i. The Commission said the shipments, 61 carloads, about which 
€ tire company complained, did not move through Youngstown 
to Akron, over the route the combination via which was 2.4 
cents less than the through rate. But even over the route of 

movement the combination was only 11 cents. 
. The Commission said the carriers favorably compared the 
eet rate between Pittsburgh and Cleveland with a large 
— er of fifth class rates for comparable distances from Chi- 
On ing. Cleveland, Canton, Youngstown and other points 
wae “ to destinations in Central territory. It said no evidence 
and 0 rks In support of the allegations of unjust discrimination 
4 Ags ue prejudice. It said the rates had not been shown to 
aed 0 have been unreasonable, and then added the defendants 
uld be expected to eliminate fourth section violations promptly. 


ROOF MATERIAL ADJUSTMENT 


een & report written by Commissioner Daniels on No. 11481, 
in-teed Products Corporation et al. vs. Atchison, Topeka 





Decisions of Interstate Commerce Commission 
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& Santa Fe et al., and I. and S. No. 1468, building and roofing 
paper between Western Trunk Line points, opinion No. 8253, 
77 I. C. C. 444-7, on reargument, the Commission has affirmed 
its further findings, on further hearing, stated in 73 I. C. C. 82. 
In that report on further hearing the Commission authorized 
increases in the rates on prepared roofing, asphalt shingles, 
building and roofing paper, roofing cement and related articles, 
from St. Louis, East St. Louis, Marseilles and other points in 
Illinois and related points, to Missouri River cities, and related 
points, St. Paul; Minneapolis, and Duluth, referred to as border 
points, and between other points in Western Trunk Line ter- 
ritory, and prescribed what it called reasonable and non- 
prejudicial rates from Marseilles and East St. Louis to a number 
of jobbing points in Minnesota, the Dakotas, Nebraska and 
Kansas, referred to as interior points, and a relationship of 
rates between prepared roofing, asphalt shingles and related 
articles, on the one hand, and building paper, on the other, from 
Marseilles and East St. Louis, to Colorado common points. 

Upon petition of the carriers and the Chamber of Com- 
merce of Kansas City, the case was set down for reargument. 
The reargument, Commissioner Daniels said, cast little new 
light upon the rate situation considered in the Commission’s 
report on further hearing, hence the affirmation of the prior 
report. Commissioner Hall dissented, but wrote no separate 
report. 

The Fargo Commercial Club of Fargo, N. D., intervened in 
opposition to any change in the findings of the report on re- 
hearing, except that it argued the rates to Fargo should be 
farther reduced to reflect the same ton-mile earnings as the 
rates authorized to the Twin Cities. 

Kansas City argued for a restoration of the former basis. 
It contended the relatively lower rates to the Missouri River 
cities than to the interior points west thereof was a paper dis- 
crimination and did not result in actual prejudice to those in- 
terior points. 


Western carriers argued that the evidence was not suffi- 
cient to use as a base for a finding of undue prejudice against 
the interior points and undue preference of the border points. 
They said that transportation conditions, including carrier com- 
petition, competition of other producing points, and the larger 
volume of consumption at the border points created justification 
for a basis of rates relatively lower to the border than to the 
smaller interior points. They aserted that if the finding of 
undue prejudice was affirmed, the prejudice should be removed 
by increasing the less-than-carload rates from the border points 
to the interior points to equalize the opportunities of the in- 
terior jobbers with those at the border points in the distribu- 
tion of products in the interior. 


Commissioner Daniels said the last mentioned contention 
tended to overlook the principle that, in distributing commodi- 
ties in competitive territory, the point that could avail itself of a 
long carload haul and a short less-than-total-carload haul was 
ordinarily entitled to a lower transportation charge than the 
point using the short carload and the long less-than-carload haul. 

Carriers west of the Twin Cities opposed the rates, Mr. 
Daniels said, upon two grounds. (1) that the rates prescribed 
from Marseilles and East St. Louis to many interior points 
were lower than the rates to the same destinations from the 
Twin Cities, where manufacturers of competitive products were 
located, the latter points being directly intermediate and ap- 
proximately 435 miles nearer the interior destinations than 
Marseilles and 560 miles nearer than East St. Louis; and (2) 
that the rates prescribed to the interior points represented 
material reductions, which, when added to the general reduc- 
tions in 1922, resulted in less than reasonable maximum rates. 
Those carriers also urged that the rates prescribed were less 
than the combinations of locals to and from the Twin Cities, 
the usual basis of rates in that territory, and, further, that the 
rates to the interior points in Minnesota and North Dakota 
were materially lower. distance considered, than the rates to 
the interior cities of Kansas and Nebraska. 

They called attention to a rate of 32 cents from Marseilles 
to Brainerd, Minn., 575 miles, in comparison with a rate of 55 
cents from East St. Louis to Larned, Kan., 567 miles. They 
contended, therefore, that the rates to interior cities west of 
the Twin Cities were too low. Mr. Daniels, answering that con- 
tention, called attention to the difference in the way of measur- 
ing the rates to Brainerd and Lerned. Then he directed atten- 
tion to the fact that the rate from Twin Cities to Brainerd 
produced a ton-mile of 20 mills, while the part of the rate from 
Kansas City to Larned yielded 24 mills. He said the fourth- 
section situation presented in the contention of the carriers 
was not novel. Frequently. he said, when a class rate basis 
was displaced by the prescription of commodity rates to certain 
points, the higher class rate basis obtaining at intermediate 
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points had to be adjusted to meet the requirements of the 
fourth section. 


SLACK COAL RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 12317, Lackawanna Steel Co. vs. Director- 
General, opinion No. 8256, 77 I. C. C. 465-9, as to rates on 
bituminous slack coal, switched during federal control between 
points in Ellsworth, Cokeburg and Bentleyville, Pa. The mines 
at Ellsworth and Cokeburg were owned by a subsidiary of the 
steel company and those at Bentleyville by the Midvale Steel 
& Ordnance Company, one of the interveners in the complaint. 

Prior to June 25, 1918, the rates for switching services at 
Ellsworth and Cokeburg were graded according to the capacity 
of the cars. The rate on a car of 110,000 pounds or less was 
$3; on cars of 130,000 pounds, $3.75; and 140,000 pounds, $4. 
They were increased, June 25, 1918, to $10.50, $13.50 and $14.50. 
The increased charges were arrived at on the assumption that 
the $3 rate was equivalent to 6 cents per ton. To that rate 15 
cents per ton were added, the amount authorized to be added 
to rate of 50 cents per ton or less. 

The rates at Bentleyville were $2, $2.75 and $3 per car. 
They were increased to $9.50, $12.50 and $13.50 per car. In 
February, 1919, the rates were reduced to $5 per car, regardless 
of capacity. The tracks at Ellsworth and Cokeburg were on land 
given to the carrier without charge; and the cars, 97.31 per cent 
of them, were owned by the Lackawanna company, for which 
no mileage allowance was made, the Commission report said. 
All but three of the cars used at Bentleyville, the Commission 
said, were owned by the shipper. 

The Commission found the rates unreasonable to the ex- 
tent they exceeded $6.50 on the cars owned by the defendant 
railroad and $5.50 on the cars owned by the shipper and awarded 
reparation to that basis. 

The Lackawanna company asked for reparation on 1,611 
cars, in its complaint. Later, the Commission said, it increased 
that number to 1,939 carloads, but the Commission said the 
claims on the additional cars were barred by the statute of 
limitations. It said the Lackawanna was not entitled to rep- 
aration that may have been due the Ellsworth Collieries Com- 
pany, its subsidiary, which, the Commission said, was not a 
party to the case. 


BEET REFUSE SIRUP 


A finding of unreasonableness and an award of reparation 
to the basis of subsequently established rates have been made 
in No. 13021, Wyoming Sugar Co. vs. Director-General and 
Chicago, Burlington & Quincy, opinion No. 8257, 77 I. C. C. 
470-2, as to the rates and charges on refuse sirup or beet final 
molasses, in tank cars, from Worland, Wyo., to Billings, Mont., 
and Lovell, Wyo. in 1918 and the early part of 1919. The 
Commission awarded reparation to the basis of the subsequently 
established rates of 12 cents to Billings and 6.5 cents to Lovell. 
The applicable class C rates of 36.5 and 21.5 cents yielded car- 
mile earnings of 224 and 293 cents and ton-mile earnings of 
44.8 and 58.7 mills. 


WASTE WOOD RATES 


In a report on I. and S. No. 1668, waste resinous wood from 
Atlantic Coast Line stations in Georgia to Jacksonville, Fla., 
opinion No. 8254, 77 I. C. C. 448-50, the Commission approved 
increased rates on the kind of wood mentioned from points of 
origin in Georgia on the Atlantic Coast Line. It approved a 
distance scale providing for transportation not in excess of 
300 miles. The rates used in comparison provide for transporta- 
tion not in excess of 249 miles. At that distance, under the 
present scale, the charge would be $22.50 per car of 60,000 
minimum. Under the rates approved in this case the charge 
would be, for that distance, $22 per car of 40,000 pounds, excess 
in proportion. 

The commodity, consisting of pine stumps, roots, tops and 
lightwood knots, is used for distilling purposes, the products 
being charcoal, tar, turpentine, alcohol and other products, the 
pine knots being almost as prolific in products as coal tar. 

The Atlantic Coast Line produced operating witnesses who 
testified that, owing to the irregular shape of the stumps, knots 
and roots used in the distilleries, nearly every car used in 
transporting them was damaged. They estimated the damage 
to be $23 per car. The Commission observed that if that was 
accurate the cost of the service exceeded the revenue derived 
from it. 

No attack was made, the Commission said, upon the rea- 
sonableness of the proposed rates. It was upon the relation- 
ship of the proposed rates to the intrastate rates in Georgia 
and Florida. The Atlantic Coast Line and the shippers, the 
report said. had agreed upon the scale reflected in the sus- 
pended schedule. It said an earnest effort had been made to 
put it into effect. intrastate in both Florida and Georgia. The 
Florida commission, it said, had denied the application for per- 
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mission to make the scale operative, while the Georgia com- 
mission had not acted upon the application. 

According to the railroad, the protesting wood products 
company always had insisted its raw material would not Weigh 
in excess of 40,000 pounds. It figured that if the proposed rates 
had been in effect during the time it conducted a test on 295 
carloads of the commodity moved to the plant of the protestant at 
Jacksonville, the increase would have been $2 per car on ship. 
ments that moved more than 65 miles, which was the fact with 
respect to only 50 carloads. The Commission said that under the 
suspended schedules increases would result on any shipments 
weighing 45,000 pounds, except at the $20 per car rate, equiva- 
lent to 5 cents per 100 pounds, and on all shipments of greater 
weight. 

Relationship was drawn into question because there were 
wood distilleries at Brunswick and Savannah. The rates now 
in existence, the railroad said, were put in to enable the Jack. 
sonville distillery to compete with rivals in Georgia, which, be. 
cause of the failure of the Georgia commission to act, will 
continue to use the old rates. 


So far as the commodity and traffic involved are concerned, 
this case is believed to be of little significance in comparison 
with the other traffic of the Atlantic Coast Line or any other 
railroad. It is believed, however, to lay the foundation for an 
application of the thirteenth section of the interstate commerce 
act. Because the federal Commission has permitted the Atlan- 
tic Coast Line to increase its rates and Georgia and Florida 
have not, an appearance of discrimination against interstate 
commerce and preference for state commerce has been created, 
in respect of rates, which, originally, were established to enable 
a distiller in Florida to obtain raw material in Georgia, in 
competition with Georgia distillers shipping on a scale, applica- 
ble in Georgia on traffic destined to Brunswick. In commenting 
on that phase of the subject the Commission said: 


While apparently the rates from points in Georgia to Jack- 
sonville should be no higher than the scale of rates intrastate 
within Georgia or Florida, the scope of the investigation in this 
proceeding is not broad enough to bring into issue the relation- 
ship which should exist between the proposed rates cn the one 
— and the intrastate rates within Georgia and Florida on the 
other. 


We are convinced upon the record before us that the pro- 
posed increased rates are reasonable. They will be permitted to 
become effective and if thereafter interstate shippers are unduly 
prejudiced by their application the matter may be brought to 
our attention in an appropriate proceeding. 


RATES ON LIVE STOCK 


The Trafic World Washington Bureau 


In No. 12268, South Dakota Commission vs. Chicago & 
Northwestern et al., opinion 8255 (77 I. C. C. 451-64), the Com- 
mission found unreasonable and unduly prejudicial rates and 
minimum weights on ordinary live stock from points in South 
Dakota to market and intermediate points in Minnesota, Wis- 
consin, Illinois, Iowa, Missouri and Nebraska, and prescribed 
a scale, to be published not later than May 25, on statutory 
notice, beginning with 9 cents for ten miles and less; 20 cents 
for one hundred miles; 28 cents for two hundred; 35 for four 
hundred; 38% for five hundred; 42 for six hundred; and 61 
for twelve hundred miles. This scale is to apply on single- 
line hauls of five hundred miles and less and for single and 
multiple-line hauls in excess of five hundred miles, in double- 
decked cars, from points of origin on the east of the Missouri. 
From points west, the rates are to be increased by differentials, 
which begin with 2 cents on cattle, calves, and so forth, in 
double-deck cars, for twenty-five miles or less; 2.5 cents in 
single-deck cars; and 3 cents on sheep in single-deck cars. Rates, 
Milwaukee and Cudahy, are not to exceed Chicago. The de- 
cision also provides for graded minima. 


HEARINGS ON WARFIELD PLAN 


The Trafic World Washington Bureau 


Inquiry at the office of Senator Cummins March 9 relative 
to a dispatch from Des Moines, Ia., where the senator went 
after Congress adjourned, to the effect that he was planning 
to hold hearings in May on the plan to authorize by law a cel- 
tral agency for control of freight cars, brought the information 
that such a plan was under consideration, but that a definite 
decision had not been reached. If the hearings were held, it 
was said, the testimony would be received by Senator Cummins 
at Chicago. The senator conferred with S. Davies Warfield, 
who advocates a central agency, after President Harding aban- 
doned his plan to appoint a committee to sit during the summer 
months. The senator said recently that he personally favored 
the Warfield plan. At that time he indicated that he was not 
in sympathy with the President’s plan for a railroad inquiry 
this summer and also said that much of the affirmative testi 
mony as to the Warfield plan had been submitted. It is under- 
stood that the advocates of the Warfield plan, however, are 
anxious for action. 
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March 10, 1923 


DEMURRAGE ON POOL COAL 


In a report on No. 13281, Smokeless Fuel Company et al. 
ys. Norfolk & Western, Examiner C. I. Kephart said the Com- 
mission should find the demurrage charges assessed on coal, 
at the piers at Lambert’s Point, Va., were applicable and not 
unreasonable except where allowance was not made for release 
of cars against coal in transit. He said the Commission should 
order redjustment of the charges on the basis indicated. 


This case grew out of the operations of the Lambert’s Point - 


Coal Exchange between June 5, 1920, and February 15, 1922. 
Actions at law have been begun by the Norfolk & Western for 
the recovery of unpaid demurrage charges, the applicability of 
which had been denied by the defendants in those suits. The 
complainants in this case asked the Commission to determine 
the applicable and reasonable charges. 

The Norfolk & Western did not file an answer, and judg- 
ment by default was claimed by the complainants. The examiner 
disposed of that contention by saying the doctrine of judgment 
by default had no application before the Commission, and that 
the case properly went to hearing. 

The pooling of coal, the examiner said, was, not an actual 
intermingling of coal at Lambert’s Point but a book-keeping 
arrangement whereby the coal of a given quality, no matter 
whose, was available for dumping if and when there was need 
of it to put into a ship’s hold or bunkers. The coal was credited 
to the shipper on the books of the exchange when it passed Blue- 
field, 366 miles from destination. It took two or three days for 
the coal to arrive. The examiner said there should be credit 
for release of cars against those in transit. 

The Norfolk & Western contended that the pooling was of 
an advantage to the shipper, and cited as an offset against the 
allowance on coal in transit, the privilege of dumping instantly 
against cars in transit, thereby reducing his detention days as 
well as frequently permitting the earning of dispatch money 
for expediting the loading of vessels. Kephart said, that, how- 
ever, demurrage charges could not be assessed legally, for no 
other than actual detention of railway equipment by a shipper. 


OVERCHARGE REPARATION 


Reparation on account of an overcharge has been recom- 
mended by Examiner Henry B. Armes, in a report on No. 13943, 
Frank P. Dow Co., Inc., vs. Great Northern et al., on account 
of the switching charges the carriers collected on less-than- 
carload shipments of goods imported from the Orient and con- 
solidated into carloads upon the carrier docks at Seattle and 
Tacoma. The report also covers a sub-number by the same 
complainant against the Director-General. The allegation was 
that it was unreasonable for the carrier to charge 65 cents 
per ton for loading into cars from warehouse the less-than- 
carload shipments that had arrived from the Orient, and also 
unreasonable to charge $7.50 per car for switching from the 
dock to the team track. The Commission was asked to pre- 
scribe reasonable charges. 

Armes said the Commission should hold the switching 
charges to have been made without tariff authority and there- 
fore nothing less than overcharges, which should be refunded. 
He had to construe that part of the definition of a carload 
covering less than carloads consolidated at steamship-railroad 
piers into carloads, reading, in the applicable tariff that carload 
rates will “apply on shipments delivered at wharves, docks or 
warehouses by ocean liners in less-than-carload lots, manifested 
through or reconsigned to destinations named herein, only 
upon surrender of original ocean bills of lading or the furnish- 
ing of bond in lieu of bills of lading and when possession of 
such less than carloads is taken at the wharf, dock or ware- 
house by owner or agent and delivery made to terminal rail 
carriers, parties hereto, at team or industry tracks in carload 
lots.” No additional switching, Armes said, was performed. 

The charges for trucking from one part of the carrier dock, 


a Armes said, were not unreasonable or otherwise 
awful. 





RATES FOR SHORT LINE 


; In a report on No. 13614, Hanging Rock Iron Co. vs. Nor- 
olk & Western et al., Examiner R. L. Shanafelt said the Com- 
mission should find unreasonable and unduly prejudicial com- 
=e rates on shipments of mill cinder, mill scale, fire brick, 
ee. ex-lake iron ore, pig iron, and coal to and from the com- 
aeeant's furnace plant and coal mine on the New Castle & 
Ohio River Railway. He said the Commission should hold the 
junction point rates reasonable on everything except on ex-lake 
on ore. As to rates on ore, he said there should be a four 


Tentative Reports of the Commission 
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cent per ton addition to the junction point rates. He said 
reparation should be awarded on that basis. 

The complaint was one of the short-line industrial railway 
cases created in 1914, when all allowances to industrial railroads 
were cut out. In a prior report the Commission held the road 
to be a common carrier. In this proceeding the short line, the 
Norfolk & Western, its trunk line connection, and the furnace 
company joined in a request for the Commission to say what 
would be reasonable joint rates, what allowances should be made 
to the short line and also say how per diem for cars should be 
settled. Examiner Shanafelt said the allowances to the short 
line should be $4.25 per car and that car hire should be paid 
under the system prescribed in the Birmingham Southern case, 
61 E. C. C. 551. 


RELIEF FOR INDIANA 


In a proposed report on No. 13671, the Public Service Com- 
mission $f Indiana and the Indiana Chamber of Commerce vs. 
Atchison, Topeka & Santa Fe et al. Attorney-Examiner John 
McChord proposed a finding that the class and commodity 
rates from points in Indiana to Kansas City and other Mis- 
souri River points, to points in the northwest taking the same 
rates, and points intermediate thereto are unreasonable and 
unduly prejudicial to the extent they exceed rates from points 
in Illinois for approximately the same distances. 

In a report on No. 11388, Same vs. Same, on further hear- 
ing, he proposes a finding that the class and commodity rates 
from points in Indiana to St. Paul and Minneapolis which are 
higher than from points in Illinois snd points on the west bank 
of the Mississippi in Iowa and Missouri are unreasonable and 
unduly prejudicial, to the extent shown in the report, conclud- 
ing with the statement that nothing in the testimony on fur- 
ther hearing calls for a reversal of the Commission’s former 
report and findings in this case and that the Commission’s 
original report 66 I. C. C.. 512 should be affirmed. In that 
former report the Commission advised the establishment of 
rates.from groups in Indiana. The carriers’ standing rate com- 
nittee, in their adjustment based on that former report Mc- 
Chord said, fixed what they deemed a proper rate for Chicago 
and decided that the first class rate from St. Louis and group, 
to Twin Cities, should be as much higher than the first class 
rate from Chicago to the destination points involved, as the 
first class rate from Chicago to the Missouri river points was 
higher than St. Louis to the same points. That, McChord said, 
would make the first rate from St. Louis to the Twin Cities 
$1.215, adding that the details of the proposed adjustment were 
stated in the Commission’s former report in this case. 

Broadly speaking the attorney-examiner’s report in the 
leading case is that the Indiana territory, not included within 
the Chicago rate group, shall be divided into a number of 
groups, as proposed by the complainants, and class rates es- 
tablished from the groups that will conform to the [Illinois 
scale of rates. He said the details of the adjustment should 
be left in the first instance to the defendants. Where differ- 
ences exist that are detrimental to Indiana shippers,-that can- 
not be reasonably corrected by the application of the pro- 
posed class scale, McChord said, they should be removed by 
the establishment of commodity rates. He said the record 
should be held open for the entry of such additional orders 
as might be necessary, if what he proposed, was not done. 

According to the railroads and intervening interests at the 
Missouri river and other affected destination points, the doing 
of what the attorney-examiner recommends, will have a most 
profound and disturbing effect upon the whole rate structure 
as far east as the Atlantic ocean. They pointed out that car- 
riers service Indiana end at Chicago while those making the 
rates from Illinois territory, broadly speaking, had their east- 
ern terminal at Chicago and that the effect of the McChord 
proposal was to extend the rates they had made, so as to 
apply from the stub-ends of the eastern lines, instead of tcav- 
ing Indiana in the area of rates based on the fact that the 
railroads serving that section of the country, did not partici- 
pate in the business involved, except in a limited way. In 
part the attorney-examiner, in the main case, said: 


The difficulty in equalizing the rates from the states named 
(Indiana and Illinois) arises from the fact that Indiana rates are 
based upon the official classification and the Illinois rates upon a 
combination of the official and western classifications. The general 
basis of constructing rates between points in central freight associa- 
tion territory east of the Indiana-Illinois state lines to points in 
the northwest is the combination of the C. F. A. class rates pro- 
viding for six classes on the Chicago and Mississippi River gateways. 
However, in many instances the full local rate is applied to Chicago 
and Mississippi River crossings as a proportional rate to destinations 
beyond. Class rates from Illinois points to the same destinations gov- 
erned by western classification carry a scale of ten classes. The rates 
from Illinois and west bank Mississippi River points are generally 
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specific joint through rates not related to any combination, and are 
established on a group basis. : 

In establishing rates from Illinois territory to the Missouri River 
cities the carrier grouped the state into five zones or groups from 
which rates were made. 

The defendants say that the present adjustment of rates between 
Indiana and Illinois points to Missouri River points is of long 
standing, and any effort to bring the Indiana rates on a level with 
the rates in effect from Illinois will revolutionize the entire rate 
structure, not only in central freight association territory, but in 
portions of western freight association territory also, causing a spread 
in the rate adjustment in central freight association territory extend- 
ing to the Atlantic Ocean; that of the many railroads serving Chicago 
not one trunk line comes in from the east and continues across Illinois 
to the west; that the eastern lines end there and _ the western lines 
begin there, some of the latter extending to the Pacific Coast; that 
freight moving into Chicago from the east comes in under official 
classification; that going to the west moves out under western classi- 
fication, and that routes from Chicago to the west spread over Illinois. 
They urge that Chicago influence has made necessary the application 
of the western classification to shipments to the west from that 
state; that Indiana, being in the territory in which official classifica- 
iton applies, is in no different situation than that of Michigan, Ohio, 
Pennsylvania, New York and other portions of the country embraced 
in that territory; and that rates from Indiana are constructed as 
rates from other parts of official classification territory; that the 
application of differential bases from group points established in 
Illinois is due to competition of through lines to the Missouri River, 
and the boundaries of the Illinois territory from which such group 
rates apply are prescribed by the lines of carriers affording direct 
competition, enabling them to make comparatively low rates from 
Chicago and the other Illinois territory because they receive the 
outgoing freight, and similar advantages are not afforded by the 
lines of carriers extending through Indiana. P 

Organizations from Minneapolis, St. Paul and Duluth, as inter- 
veners on behalf of manufacturers and shippers in those cities respect- 
ively, say that ‘‘with very few exceptions there are no joint through 
rates from points in Indiana to the territory of destination involved 
and@ generally the factors used in the construction of these rates are 
the basic rates upon which the entire east and west freight rate 
structure of the country is founded;’’ that any change in these 
factors or any change in the principle of establishing these rates or 
the application of the classification in connection with such rates will 
inevitably and almost automatically affect a vast territory and an 
immense movement of traffic that is entirely outside of the scope of 
this proceeding. 

Upon practically the same grounds Omaha snoute to any dis- 
turbance .in the present rate adjustment from Illinois. 

The disagreement between the carriers and the shippers with 
respect to the rates from Indiana and Illinois is of long standing both 
as to interstate and intrastate traffic. The Commission has in 
recently considered cases submitted reports dealing with the establish- 
ment of Illinois rates which are pertinent to the questions herein sub- 
mitted, notably in Ex Parte 67, Illinois Classification, 55 I. C. C., 290- 
314, and In the Matter of Intrastate Rates within the State of Illinois, 
60 I. C. C., 92-104. In those cases it was recognized that the difficulty 
in harmonizing the rate situation from Illinois with that prevailing in 
Indiana was to a great extent owing to the existence of a different 
scale of rates for each state. In the report in the former case the 
Commission gave in detail a history of rates as applicable to the 
Illinois territory, which will not be herein repeated. The investigation 
in Ex Parte 67 was instituted under section 8 of the Federal control 
act, approved March 21, 1918, in response to a request from the 
Director General of Railroads that the Commission advise him whether 
the then Illinois classification and the then class and commodity rates 
applicable between points in Illinois should be continued in effect, and 
if not what amendments should be made thereto, or what classifica- 
tion and what adjustment of class and commodity rates should be 
substituted therefor. f 

Elaborate testimony was offered by the carriers showing that 
there are no different transportation conditions in the Illinois district 
which justify a lower level of class rates than exist in Indiana, Ohio 
and Michigan governed by official classification, and it was the con- 
clusion of the Commission that while there were suggestions at 
various points in the records of a minor nature that there were differ- 
ences in the character of the terrtory comprised in Indiana and Illi- 
nois, respectively, the territory in the two states is essentially similar 
in character and that the Indiana-lIllinois line does not divide diverse 
transportation conditions. In those proceedings a scale of ten classes 
for application in the entire Illinois district, on both state and inter- 
state traffic, was established. This scale is the same as the central 
territory scale on the first five classes, while the five lower classes 
were graded in accordance with fixed percentages of first class. The 
rates for Illinois thus established are now in effect except for the 
general increase of rates effective August 26, 1920, and the reduction 
of July, 1922. Defendants and interveners introduced at the hearing 
many rate exhibits in support of statements of witnesses claiming 
that the rates charged from Indiana points were reasonable as com- 
pared with rates charged from other localities for like distances. 

The dominant question presented by the defendants and the 
organizations from St. Paul and Duluth as interveners is that the 
proposed rate adjustment between Indiana and Illinois if put into 
effect will disorganize a rate adjustment that has been maintained 
for a long period of time, and that such adjustment would necessi- 
tate a eerene change involving a vast territory and an immense 
movement of traffic from other states and localities. This question 
was considered by the Commission in Indianapolis Freight Bureau vs. 
Cc. Cc. C. & St. L. Ry. Co., 16 I. C. C., 71, wherein it is said that: 

“In stating our conclusions in this case we have not ignored the 
contention strongly urged by the defendants that an order reducing 
the Indianapolis rates will result in a general readjustment of the 
rates from other points in Central Freight Association territory and a 
consequent diminution of their revenues. That consideration has been 
constantly borne in mind in reaching a determination of the questions 
here involved. But however much weight may be atttached to that 
and the other consideration as to the general effect of an order chang- 
ing the rate structure for a typical point in a group, we can not under 
the law deny relief to such point, for the sole reason that other points 
in like situation may be able to show that they are entitled to a 
similar order. We do not and can not know definitely to what extent, 
if any, the proposed changes in the rates from Indianapolis will effect 
a disturbance in a proper relationship between the rates obtaining 
generally in central freight association territory. There may or may 
not now be a proper relationship between the rates from other points 
in that territory. However, any order which the Commission may 
enter must be predicated upon the complaint which is before it, after 
examination in the facts, circumstances and conditions appertaining 
thereto. var A order made in this case must be limited to the Indian- 
apolis situation under the petition filed in this case. If other points 
in central freight association territory are properly entitled to relief 
and the same is not voluntarily accorded by the carriers proceedings 
specifically directed to the correction of any unjust rate, regulation 
or practice to which they may now or may hereafter be subjected, 
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must be prosecuted in the manner prescribed by law to vest the Com. 
mission with authority to make any further order which might be 
found necessary after full investigation.”’ 

In the recent case of Indiana Public Service Commission vs. A, 7 
& S. F. Ry. Co., 66 I. C. C., 512, 520, the Commission said: ’ 

“The record in this case does not show such substantial differ. 
ence in transportation conditions as to warrant a finding that rates 
from [Illinois points to St. Paul and Minneapolis should be on a basis 
lower than Indiana.” 

The latter case was reopened by order of the Commission ang 
additional evidence was heard before an examiner and should be 
decided with the case here being considered. The two cases involve 
the same general principles. In connection with that case the car. 
riers submitted a plan which they asked permission to put into effect 
in event the present adjustment was found unlawful. What was 
said in the concluding part of the report in that case is in the main 
applicable here. The plan suggested by the carriers was not adopteq 
as a whole. Certain rate groups were suggested by the Commission 
for Indiana to conform so far as possible with rate groups in Illinois 
leaving the establishment of these groups in the first instance to the 
carriers and directing the carriers to adjust the differences in rates 


_ Where they are detrimental to Indiana. 


The issue in these proceedings presents not so much a question 
of reasonable rates from Indiana territory to the Missouri River terri- 
tory as it presents a question of discrimination against Indiana in 
favor of Illinois territory. The measure of the rates in effect from 
the respective states is not in controversy. The record is conclusive 
that in removing the discrimination complained of rate changes must 
necessarily be made elsewhere. In the brief of defendants it js 
stated that their argument: 

‘“‘May be more an argument of principle than of fact * * * that 
Congress has never declared for an economic reassembling of the 
country; * * * If there be those who contend that the cities are 
too large and rates should be constructed to send factories and shops 
into small country communities, let it be replied that this is a broad 
and fundamental sociological and industrial question beyond the pur- 
view of this Commission, whose subject is defined and limited by the 
interstate commerce act.’’ 

It is shown by the record that within comparatively recent years 
Indiana, like IllMois, has become a great manufacturing state. The 
same articles that are manufactured in Illinois are likewise produced 
in Indiana. These manufactories are coextensive with the borders of 
the states. They are located in small as well as large communities, 
They are not confined to the larger cities. The keenest competition 
exists between these manufactories in the sale and_ distribution of 
their products in the northwestern territory. From Illinois territory 
the same rates apply from the small communities as from the larger 
cities, measured by the rates in effect from the group in which they 
are located. Not so from Indiana, as hereinbefore shown. By the 
maintenance of the present rate adjustment tribute is in effect laid 
upon Indiana manufacturers and shippers who are competing for 
trade in the northwest. 

The Commission will not refrain from ordering the correction of 
an unjust discrimination whenever shown to exist. 

It is manifest that the entire state of Indiana except a narrow 
belt in the Chicago group extending west of a point from near Ham- 
mond to a point near Danville, IlL, paralleling the New York Central 
Railroad is placed upon a very much higher plane of rates to Mis- 
souri River and other west of Mississippi River points than Illinois. 
That the sudden break in rates at the Illinois-Indiana line is so 
great that manufacturers and shippers at Indiana points are placed 
at an unreasonable disadvantage in competing with manufacturers 
and shippers from Illinois points to the same destinations. ‘The rates 
from the Indiana points to Missouri River and intermediate points 
west of the Mississippi River are but slightly less than the combina- 
tion of locals, whereas from Illinois points to the same destinations 
they are. constructed in the main on through class rates that make 
for a basis of rates that are out of proportion with rates in effect 
from Indiana points, in spite of the admitted fact that ‘the territory 
in the two states is essentially similar in character and that the 
Indiana-Illinois line does not divide diverse transportation conditions.” 

Complainants submitted in evidence at the hearing a proposed 
readjustment of class rates from Indiana to Missouri River points, 
suggesting the establishment of three group boundaries for Indiana 
together with a scale of rates of ten classes from each group to 
conform with the number of classes for and in effect from Illinois 
territory. R 

Neither the defendants nor interveners suggested on the hearings 

any method of adjustment whereby the apparent unjust discrimina- 
tion against Indiana points could be eliminated. 
_ The Commission should find that the class and commodity rates 
in effect from Indiana territory to Missouri River points and points 
intermediate thereto are unreasonable and unduly prejudicial to 
manufacturers and shippers in Indiana—except from such points in 
Indiana as are grouped with Illinois territory—to the extent that they 
exceed the rates contemporaneously in effect for approximately the 
same distances from points in Illinois to the same destinations: That 
the Indiana territory involved be divided into a number of groups, 
such as suggested by the complainants, and class rates established 
from such groups to the points of destination stated that will con- 
form to the Illinois scale of rates. The details of this adjustment to 
be left in the first instance to the defendants. ; 

Where differences exist that are detrimental to Indiana shippers 
that cannot reasonably be corrected by the application of the class 
aon, these should be removed by the establishment of commodity 

The record should be held open for the entry of such additional 
orders as may be necessary, if this be not done. 


RATES ON SHEEP 
Examiner T. John Butler has recommended the dismissal of 
No. 13686, Charles S. Hardy vs. Director-General, on a finding 
that rates on sheep, in . double-decked cars, from Lund and 
Modena, Utah, to San Diego, Calif., were not unreasonable. 





RATES ON ROSIN 


Examiner J. Edgar Smith has recommended the dismissal 
of No. 13157, Western Paper Makers’ Chemical Co. vs. Director- 
General, Alabama Central et al., on a finding that the rates on 
rosin, in carloads, from southern points of origin east of the 
Mississippi River to Kalamazoo and Grand Rapids, Mich., were 
not unreasonable, or unduly prejudicial, during federal control. 
Smith said no actual violation of the fourth section had been 
shown at points of destination. He said no findings should be 
made under the fourth section applications involved in the hear- 
ing, nor concerning rates for the future. His reason for recom- 
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mending no finding as to rates for the future was to be found 
in the fact that the carriers had testified they had just about 
completed new schedules on naval stores for the removal of 
jnadequate adjustments. The record, he said, was not broad 
enough to determine the proper level of rates to western gate- 
ways, such as Chicago. 


COMPLAINT FILED LATE . 


Examiner Frederick M. Dolan has recommended the dis- 
missal of No. 14076, E. I. du Pont de Nemours & Co. vs. Director- 
General, on the ground that the claim for reparation was not 
presented, formally, within six months after the date of the mail- 
ing of the Commission’s letter of notification that the claim 
could not be settled informally, or within the statutory period 
of limitations. Dolan said the Commission should hold the claim 
had been abandoned. The notice that the matter could not be 
settled informally was dated January 28, 1922, and the claim was 
formally filed July 28, 1922. It was for reparation on six carloads 
of monochlorobenzol, from Kingsport, Tenn., to Carney’s Point, 
N. J., shipped in November and December, 1918. 


TREENAIL WOOD RATES 


In a report on No. 13874, J. S. Hoskins Lumber Co. vs. 
Director-General, Pennsylvania et al., Examiner John A. Mc- 
Quillan said the Commission should hold unreasonable the ap- 
plicable rate on treenail wood carloads, from Hummel, Saxton 
and Entrekin, Pa., to Mill Creek, Pa., during federal control 
to the extent it exceeded 11.5 cents. Thirteen cents was the 
rate charged. Reparation was denied because it was not proved 
the complainant paid and bore the charges on the short locust 
logs, from which pins used in ship construction were made. 


COTTON PIECE GOODS RATES 


A finding of unreasonableness, an award of reparation and 
an order establishing rates for the future have been recom- 
mended by Examiner Burton Fuller, in a report on No. 13609, 
Hamilton Carhartt Cotton Mills vs. Alabama & Vicksburg et al., 
as to carload and less-than-carload rates on cotton piece goods 
from Rock Hill, S. C., to Dallas, Tex. He said the Commission 
should hold the rates unreasonable to the extent they exceeded 
$1.55 on carloads of 24,000 pounds and more and $1.65 on ship- 
ments weighing less than 24,000 pounds, and that the present 
joint less-than-carload rate is and for the future will be un- 
reasonable to the extent it exceeds the combination on Shreve- 
port. He said the Commission should order reparation and the 
establishment of rates for the future on the basis indicated. 


OIL COMPLAINT DISMISSED 


Examiner T. John Butler has advised the Commission to 
dismiss No. 13889, Midwest Refining Co. vs. Director-General, 
on a finding that rate of 12 cents on fuel oil, from Riverton 
to Casper, Wyo., in January, 1920, was not unreasonable, unduly 
preferential or unduly prejudicial. The complainant desired 
reparation on 34 carloads on the basis of the contemporaneously 
applicable rate of 9.5 cents on crude oil. 


PARAFFINE IN CARLOADS 


Examiner T. John Butler has recommended the dismissal 
of No. 13890, Midwest Refining Co. vs. Director-General, on a 
finding that the rates on paraffine wax, in carloads, from Cas- 
per, Wyo., to San Francisco, imposed on shipments in August, 
1919, were not unreasonable. 


TRANSIT ON PEANUTS 


An order of dismissal has been recommended by Examiner 
J. O. Cassidy, for No. 13534, Tuscaloosa Cotton Seed Oil™Co. 
vs. Alabama Great Southern et al., on a finding that the refusal 
of the carriers to provide transit on peanuts grown in Alabama, 
Georgia and Florida, shipped to Tuscaloosa, Ala., there cleaned, 
Shelled, crushed and reshipped to northern markets, is not un- 
reasonable or unduly prejudicial. 


‘COAL COMPLAINT DISMISSED 


_ Examiner Fred N. Oliver has advised the Commission to 
dismiss No. 13968, National Tube Co. vs. Director-General and 
the Baltimore & Ohio, on a finding that rates on soft coal, 
. ‘Tom mines in the Fairchance district of Pennsylvania to Ben- 
Wood, W. Va., between June 25 and September 20, 1918, were 
not unreasonable. The complainant contended the rate of $1.20 
imposed was not authorized by General Order No. 28 and asked 


for reparation to the basis of the subsequently established rate 
of $1 per ton. 


CULLET RATING APPROVED 


_ Attorney-Examiner Charles F. Gerry has proposed the dis- 
missal of No. 14037, Wright & Wimmer vs. Baltimore & Ohio 
“ al, on a finding that sixth class rating on cullet (broken 
: ame), in carloads, from New York, Brooklyn, Paden City and 
Se pebege W. Va., Newark, O., and Ottawa, Ill., to Marion, 

» are not unreasonable. The complainant asked for rates 


THE TRAFFIC WORLD 535 


55 per cent of sixth, on the ground that the sixth class rates 
were inhibiting the operation of the plant where broken glass 
was. produced as dash or finish on cement blocks or edifices. 


FOURTH SECTION AGITATION 


The Trafic World Washington Bureau 


The Senate, the last day of the session, adopted a resolu- 
tion offered by Senator Gooding, of Idaho, requiring the Com- 
mission to report about fourth section transactions, reading as 
follows: 


Resolved, That the Interstate Commerce Commission is directed 
to investigate and report to the Senate the following information re- 
nore to the administration of section 4 of the interstate commerce 
act; 

(a) The number of applications in special cases for relief from 
the operation of such section, filed with the commission, granted by_the 
commission, granted by the commission after investigation including 
hearing, denied by the commission, or denied by the commission after 
investigation including hearing, for each of the following periods: The 
period between the amendment of the interstate commerce act on 
June 29, 1906, and its amendment on June 18, 1910, the period between 
such amendment on June 18, 1910, and the enactment of the trans- 
portation act, 1920, and the period since the enactment of the trans- 
portation act, 1920; 


The number of such applications granted since the date of 
the enactment of the transportation act, 1920, in order to meet rail 


competition, and the number granted since such date in order to meet 
water competition. 


(c) The number of such applications granted since the date of 
the enactment of the transportation act, 1920, in which proof was 
presented satisfactory to the commission ‘that the rate applied for 
would be reasonably compensatory for service performed, and the 
number of such applications granted since such date in order to meet 
water competition in which proof was presented satisfactory to the 
a that the water competition was actual and not merely 
potential; 


(d) The names of the railroads that have made such applica- 
tions, the purposes intended to be accomplished and actually accom- 
plished, in the opinion of the commission, by the filing and granting of 


— applications, and the effect of such applications on other rail- 
roads; 


(e) The localities that have been most interested in having the 
railroads make such applications, and what pressure such localities 
have brought upon the railroads and other localities in order to obtain 
the filing of such applications; and 
: (f) The number of cases of incréases of rates previously reduced 
in order to meet competition from a water route, and the number of 
such cases in which there was presented proof satisfactory to the 
commission that such increase rested upon changed conditions other 
than the elimination of the Water competition. 


The resolution, according to information coming to those 
interested in the fourth section work of the Commission, is to 
be taken as the first step by the Idaho senator toward a minute 
inquiry by him with a view to future action looking to changes 
in the fourth section then it would force its administration 
more in accordance with the views supposed to be generally 
held by inter-mountain shippers. 


If and when Senator Gooding follows up his inquiry into 
the administration of the fourth section, it is believed, he will 
receive the help of shippers who do not agree with him as to 
how the long and short haul rule of that section should be 
interpreted, but who, on account of the Commission’s decisions, 
have been deprived of money they have regarded as having 
been exacted. practically as overcharges. The general conten- 
tion of shippers is that the Commission has so construed and 
administered the fourth section that, notwithstanding the declara- 
tion of the statute that the doing of certain things was un- 
lawful, the carriers were permitted to retain the money paid 
in accordance with tariffs making unlawful exactions. 

Feeling against the Commission on account of its adminis- 
tration of the fourth section has been increased perceptibly 
within the week by its decision in No. 12479, American Ship- 
building Co. et al. vs. Director-General, Baltimore & Ohio, et al. 
(77 I. C. C. 489) in which the Commission held the rates on 
short-hand iron and steel traffic in eastern Ohio and western 
Pennsylvania were not and are not unreasonable, although they 
violated the aggregate of intermediates part of the fourth 
section rule. The decision was made by divsion 2 composed of 
Commissioners Daniels, Esch and Lewis. 

There_has been some talk of an application for argument on 
that case before the whole Commission on the plain query as to 
whether it is the desire and intention of the Commission, by 
means of that decision, the decision in the Iten Biscuit Com- 
pany, and other cases, completely to reverse the implications 
carried in the reports on Windsor Turned Goods vs. C. & O., 
18 I. C. C. 162, Isaac Joseph Iron Co. vs. M. L. & T., 37 I. C. C. and 
particularly John A. Wilson vs. C. M. & S. T. P, 14 1. C. C. 548. 

In the last mentioned case, the Commission, speaking through 
Commissioner Prouty, said that “by reason of this unlawful 
act maintenance of a joint rate in excess of aggregate of inter- 
mediates the complainant has been damaged to the extent that 
he was required to. pay transportation charges for the move- 
ment of this shipment in excess of 14 cents.” 

In a large number of cases the Commission treated charges 
on joint rates higher than the combination, as in the nature 
of overcharges and in one case it argued that it would be al- 
most ridculous to say that a man should be required to prove 
unreasonableness as a condition precedent to the refund of 
overcharges. 
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By reason of the decision in the shipbuilding company case, 
shippers who have been interested in fourth section on repara- 
tion cases have become convinced that the Commission has 
gone to the extreme of requiring the shipper to prove unreason- 
ableness, as a condition precedent to an award of reparation, 
notwithstanding the declaration of the statute that such charges 
are unlawful. But they think it would be avisable to have it 
say without equivocation, that it has reached the conclusion 
that the fourth section may be violated by a carrier without 
such violation costing it even so much as a refund of the money. 

Shippers have not been impressed by the declaration of 
the Commision that a public wrong does not create a presump- 
tion of private damage. When that declaration as first made 
it was assumed that something would be done toward punish- 
ing carriers for disregard of the section. But nothing has been 
done. There have been intimations that indictments were being 
sought against shippers who made two shipments out of what 
was really only one, so as to obtain the benefit of a combina- 
tion, but no intimations of any attempt to punish a carrier, 
have been received. 

Under the act, defeat of a through rate is a punishable 
offense, but it is considered doubtful whether a jury would 
convict a shipper if the attorney of the shipper, in even the most 
roundabout way, would let that jury know that it was just as 
much of an offense for a carrier to disregard the fourth section, 
but that up to this time no step had been taken by the Com- 
mission to punish an offending carrier. 

Under the older line of decisions the Commission was in- 
clined to take the view that, inasmuch as the carrier had unlaw- 
fully exacted money from the shipper, the least that could be 
expected of it would be a return of the excess charges to that 
shipper, and a letter of thanks from the carrier to the Com- 
mission because it had not insisted on its being fined for hav- 
ing done what it did. But under the line of decisions that now 
is being published, the carrier is permitted to retain the money 
it has obtained. The most the Commission does against a car- 
rier of that kind is to say it expects the fourth section de- 
partures to be eliminated, promptly. That is the requirement 
in the shipbuilding case before mentioned. 

Those who have suggested a hearing or argument in the 
shipbuilding before the entire Commission know it is hard to 
persuade the courts even to try to change the practice of the 
Commission in matters where there is a discretion involved or 
where it can be argued that the construction placed on the 
act, by the Commission, is wrong. 

The end to be served by an argument before the whole 
Commission would be the obtaining of a definite ruling that the 
Commission, as a whole body, was of the opinion expressed by 
division 2. If and when such a ruling were obtained, it has 
been suggested, the matter could be taken to Congress and 
the statute changed so as to require the Commission to order 
a refund and the initiation of proceedings looking to the collec- 
tion of the fine when the fourth section was violated. 





COMMISSION ORDERS 


The Commission’s order entered in No. 11980, Michigan Rail- 
road Company vs. Pere Marquette Railway Co. et al., on Novem: 
ber 23, 1922, to be effective March 15 has been modified so as 
to become effective on May 1. 

The supplemental order entered in Finance No. 58, in the 
matter of the application of the Seaboard Air Line Railway Com- 
pany for authority to issue and pledge bonds and other securi 
ties, has been modified so as to extend the time from March 
25, 1923, to March 25, 1925, within which the Seaboard Air Line 
Railway Company is authorized to pledge its first and consoli- 
dated mortgage gold bonds, series A, as security for certain 
promisscry notes. 

The Commerce Association of Aberdeen was permitted to 
intervene in No. 14662, Board of Railroad Commissioners of 
the State of South Dakota vs. C. & A. et al. The Commission 
also permitted the Railroad and Warehouse Commission of the 
State of Minnesota to intervene in that case. 

Permission was granted the Minnesota By-Product Coke 
Company to intervene in No. 14476, Northwestern Pock Oper- 
ators’ Association vs. C. & A. et al. 

The Department of Public Works of Washington (state) 
and the Montana Wheat Growers’ Association were permitted 
to intervene in No. 14572, Board of Railroad Commissioners of 
the State of Montana vs. Butte, Anaconda & Pacific et al. 

The Nebraska Cement Company was permitted to intervene 
in No. 14289, the Lincoln Chamber of Commerce of Lincoln, 
Neb., et al. vs. Arkansas Central et al. 

The Commission has modified its original order in No. 13413, 
in the matter of automatic train-control devices, so as to per- 
mit the Chicago, Milwaukee & St. Paul to install a device upon 


the portion of its line between Bridge Switch and Hastings. . 


Minn, in lieu of the installation required in the original order, 
Permission was granted the J. W. Paper Company and the 
D. M. Bare Paper Company to intervene in No. 14531, West 
Virginia Pulp & Paper Company vs. Ann Arbor et al. 
The Southwestern Portland Cement Company has been au- 
thorized by the Commission to intervene in No. 14527, Oklahoma 
Portland Cement Company vs. Abilene & Southern Ry. et al. 
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LUMBER SHIPMENTS GAIN 


While production and shipments of lumber reboundeq 
sharply last week from the temporary restrictions imposed by 
the severe weather of the middle of February, new business for 
that week decreased still further as compared with the rush of 
orders so far this year. However, new business reported for the 
week ending February 17, according to the weekly review of 
the National Lumber Manufacturers’ Association, was about 35 
per cent larger than for the corresponding week last year. The 
present decline in new business is attributed principally to the 
West Coast section and is largely due to conservative accept- 
ance of orders on account of impairment of current productive 
capacity by the recent unfavorable weather conditions. As 
accumulated orders for the year are still increasing faster than 
shipments and much faster than production, the probably tem- 
porary recession in new business is not unwelcome. 

With respect to production, the 379 mills reporting show 
their shipments to be 128 per cent and orders 110 per cent; 
southern pine mills, taken by themselves, show proportions of 
119 and 114 per cent, respectively, while with the West Coast 
mills shipments were 122 per cent of production and orders 100 
per cent. With respect to the established normal production 
for the week, which represents 350 of the above mills, actual 
production was 87 per cent, shipments 111 per cent and orders 
94 per cent. 

The following table gives a statistical summary of the lum- 
ber movement of the country as represented by the mills report- 
ing to the National Lumber Manufacturers’ Association for the 
past week, for the corresponding week of 1922, and the week 
ending February 17, last: 

Corresponding Preceding Week 


Past Week Week 1922 1923 (Revised) 
Production ..............:: 203,197,660 173,761,709 165,292,423 
ND 5: expan eekeaite 259,193,987 176,856,796 206,791,292 
Se alee Oe tas: 222,823,309 172,584,367 246,048,301 


The lumber movement for the first eight weeks of 1923 as 
compared with the same period of 1922, is as follows: 


Production Shipments Orders 
ee OE Ee 1,579,225,455 1,962,604,791 2,225,936,692 
Ns ohleainls acess calnoteee 1,400,735,059 1,328,366,101 1,392,238,437 

1923, increase ..+°.....- 178,490,396 633,238,690 833,698,255 


FRUIT AND VEGETABLE SHIPMENTS 


“Carlot movement of fruits and vegetables during the week 
ending March 3, was heavier than it has been since Novem- 
ber,” says the Bureau of Agricultural Economics of the Depart- 
ment of Agriculture in its weekly review of shipments. 

“This upward trend is similar to that which occurred in 
March last year. ‘Total shipments of apples and 9 vegetables 
were almost 10,900 cars, an increase of 25% over the preceding 
week and about 2,950 cars more than were forwarded during 
the same period a year ago. Potato shipments alone increased 
30%; celery and lettuce movement was 40% heavier than the 
week before. Decreases occurred in shipments of sweet po- 
tatoes and cauliflower.” 

The totals from the weekly summary of carlot shipments 
follow: 

Totals for week and season are regularty subject to revision 
because of the receipt of late and corrected reports from the railroads. 


Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 





Week ee Tuesday, March 6, 1923. 
Feb. 25- Feb. 26- Pre- Total Total 
Mar. 3, Mar. 4, vious this last 
inc., iic., week season season Total 
this last this to Mar. to Mar. last 
season. season. season. 3, inc. 4, inc. season. 
Apples (box areas)— 
PPro et osc eee 1,263 566 1,096 42,175* 53,812 56,294 
Apples (barreled areas)— P 
< Total RES cent 726 411 643 57,605* 29,020 32,078 
Cabbage— 
(Season 1922.) ‘. 
eee 445 198 354* 39,550* 30,576 30,996 
Cabbage— 
(Season 1923.) oe. 
Ae 263 754 103 1,115 3,484 39,550 
Cauliflower— cs 
238 116 288 3,360* 3,100 4,335 
Celery (1922)— 
' ae 97 22 88 14,211* 11,532 11,640 
Celery (1923)— 
Tot a 4 lease are 439 471 292 2,228* 1,954 4,807 
Lettuce— 
i. ee 922 494 666 9,090 7,488 21,997 
Mixed vegetables— 
(Calendar year 1923.) ii 
| ae 330 229 329 2,846 2,370 19,676 
Onions— " pee 
ee 473 193 363* 27,401* 20,271 20,767 
Spinach— n 
ae 179 82 128* 2,998" — 2,102 4,654 
Sweet potatoes— 4 
eer 421 264 489 17,763* 16,005 19,291* 
Summary White Potatoes. 

Leading sections— 5 498 
Late crop ..... 5,001 4,046 3,793 124,434 133,999 185,42 
Other sections— 999 
Late crop ..... 100 106 107 25,742 19,286 20,3 
Early crop:....... Sa, aa: SO mers 40,757 92,555 32,540 

eee 5,101 4,152 3,900* 190,933* 185,840* 238,285 


*Includes all delayed and corrected reports received to date. 
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SOUTHEASTERN CLASS RATE INQUIRY 


(Special’ Correspondence from Atlanta, Ga.) 


The March 1 session of the southern class rate investiga- 
tion was given over to the testimony of J. E. Tilford, 
assistant freight traffic manager of the Louisville & Nashville. 
He announced his intention of dealing with the adjustment of 
rates between Ohio and Mississippi River crossings, Gulf ports, 
Nashville, Tenn, and Kenova-Portsmouth groups, on the one 
pand, and Southeastern territory, on the other. 

In his direct testimony he discussed the relative adjustment, 
going into its history and showing that the development of the 
adjustment was not accidental nor the result of arbitrary action 
on the part of the individual lines serving the Ohio and Mis- 
sissippi River crossings, and Gulf ports, but that the adjust- 
ments were the result of strife, rate wars, compromise, and 
arbitration. 

He called attention to the fact that a relative adjustment, 
Cincinnati versus Louisville, was established as far back as 
February 22, 1866, and, as the railroads were extended to the 
other Ohio and Mississippi River crossings, the relative ad- 
justment was extended to the other points. He declared that 
the present relative adjustment was developed through com- 
petition and controversy which started in February, 1880, when 
the Cincinnati Southern Railway (now the Cincinnati, New 
Orleans & Texas Pacific Railway) was opened for traffic between 
Cincinnati and Chattanooga. He said this railroad was built by 
Cincinnati to give that city an outlet for southern trade and 
that, immediately on its completion, the road took the position 
that the rates from Cincinnati to all points, including Birming- 
ham, Montgomery, Atlanta, etc., should be the same as rates 
from Louisville, notwithstanding the fact that the route from 
Cincinnati via the Cincinnati Southern did not materially change 
the distances to Birmingham, Montgomery, and other points in 
what is known as “Montgomery sub-territory,” although it did 
change the short-line distances to Chattanooga, Atlanta, and 
other points in what is known as Atlanta “sub-territory.” Prior 
to the completion of this railroad, he said, the rates from Cin- 
cinnati to the entire south had been made differentials higher 
than the rates from Louisville. The Cincinnati rates were re- 
duced, he said, and made the same as the Louisville rates to 
Chattanooga, Atlanta and all points in Atlanta territory, in 
February, 1880. 

The policy of the Cincinnati Southern led to a rate war, 
he said, which resulted in rates from the west to Birminghanfr 
being less than half the rates in effect prior to the controversy. 
He pointed to the compromise reached on August 3, 1882, when 
an agreement was made between the Louisville & Nashville 
and the Cincinnati, New Orleans & Texas Pacific, which pro- 
vided, among other things, for an adjustment of the rates from 
Cincinnati versus Louisville to Birmingham, Montgomery, 
Selma, etc. He said this matter of relative adjustment of Cin- 
cinnati versus Louisville and the other Ohio cities was again 
brought up in 1886, and the matter was fought out at the third 
session of the general freight agents’ committee of the asso- 
ciate railroads of Kentucky, Tennessee and Alabama, in Louis- 
ville. March 3, 1886, the whole question being referred to J. R. 
Ogden, commissioner of the associate roads of Kentucky, Ten- 
nessee and Alabama, who ruled that the basis substantially 
as it stands today should be used in fixing the relative adjust- 


ment of rates from the various Ohio and Mississippi River 
crosings 


This ruling, he said, was not satisfactory and it was ap- 
bealed and submitted to arbitration, Thomas M. Cooley having 
been named as arbitrator. He rendered a decision, the witness 
said, which confirmed, with some modifications, the ruling of 
Commissioner Ogden, and the witness said this decision was 
stil observed and that it finally settled the Ohio River relative 
adjustment in substantially its present form. 

He said that from the point of view of the carriers, the 
lecessity for continuing the present relative adjustment was 
the same which led to its adoption—carrier and market com- 
betition. He said the competition between carriers serving the 
different markets along the Ohio River was just as keen as it 
‘ver was and that the same reasons existed for the fixed com- 
pave relationship between the various Ohio River cities as 
ed to adoption of the relationship. 

__He said the carriers would not voluntarily relinquish the 
right to establish such competitive rates and that the C. N. O. 
ci T. P. Ry. Co. would not willingly establish rates from Cin- 
a to Chattanooga higher than rates in effect from Louis- 
‘ € and Evansville to Chattanooga merely because the dis- 
{nce from Cincinnati was a few miles greater than the distance 


on Louisville and Evansville to Chattanooga He gave other 
an age of roads disregarding the differences in distance, 
fie eat’ that carrier competition in the south made this rela- 
pi i etment necessary and that it had stood the test of time 
vh i: ould not be disturbed by the Commission without “over- 
muming evidence” that it was wrong. 

e Certainly,” he said, it should not be abrogated for the 
Seate of establishing an adjustment based on a theory that 

lence has demonstrated does not meet the practical neces- 
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sities of the carriers or the shipping public. It is significant 
that the Ohio and Mississippi River cities most directly involved 
have entered no protest against the proposed continuance of 
this. relative adjustment and are not only willing, but desirous, 
that it be continued.” 

One of the principal objections to the mileage scale theory, 
he said, was that it prohibited competition between carriers 
serving different markets and deprived them of the right to 
initiate rates. This feature, he said, was, to his mind, suffi- 
cient to condemn the enforcement of the mileage scale theory. 

Asked whether the mileage scale suggested by H. T. Moore 
would eliminate grouping or relative adjustment, he said it 
would disrupt the relative adjustments that had been estab- 
lished, but that the rigid application of a mileage scale would 
substitute a relationship between points that would be “acci- 
dental and artificial,’ depending on the mileage blocks in which 
the points were located for the present and the carriers’ pro- 
posed relationships, which were based on competition, experi- 
ence, natural location, compromise, and decisions of the Com- 
mission. 

He said that if there should be established a mileage scale 
for application over two or more lines higher than the scale 
applicable over a single line, there would be groupings (that is, 
a iarge number of points of varying distance taking the same 
rates) quite as extensive as, if not larger than, the groupings 
proposed by carriers. 

This would he due, he said, to the operation of the long- 
and-short-haul rule of the amended fourth section in instances 
where a joint line circuitous route met the rates of a single-line 
direct route between competitive points. 

He declared that rigid application of the mileage scale 
would result in other groupings and differences in rates between 
points that would not appear consistent solely on distance if 
such individual points were considered alone. 

He presented an exhibit showing distance, first class rates, 
and rates based on the Moore mileage scale from Cincinnati, 
Louisville and Evansville groups and Norfolk group, Atlanta, 
Birmingham, Chattanooga and Huntsville-Florence-Decatur 
groups, declaring that the exhibit showed that a rigid applica- 
tion of a mileage scale would result in a difference in rates 
that would appear “inconsistent even from a strictly .distance 
standpoint” and that it would create differences between rates 
to and from points in the*same industrial districts, “which 
would be objectionable to both shippers and carriers alike.” 

He took Birmingham as one example, showing that from 
Cincinnati the short-line distance over two roads was 481 miles 
and the joint-line scale first class rate was 142; that the single- 
line distance was 502 miles, and the first class under that scale 
was also 142; and that from Covington the single-line distance 
was 500 miles, giving rate of 139 

“In some instances,’ he continued, “there would actually 
be a lower rate for the longer distance than for the shorter 
distance.” 

He said the modification suggested by Mr. Moore, on cross- 
examination, to the rigid application of his proposed mileage 
scale, would not prevent disruption of the Florence-Sheffield- 
Tuscumbia group, because these cities were separate and dis- 
tinct and not within the same switching limits. 

In reference to the Birmingham group, he said the roads 
desired to continue the grouping of Birmingham and Bessemer, 
but that, were they forced to apply Mr. Moore’s basis, they 
could not do so unless he made additional modification, for the 
reason that Bessemer was not within the Birmingham switching 
limits, nor were there any industrial switching limits that in- 
cluded both Bessemer and Birmingham. 


A feature of Mr. Tilford’s testimony was a statement show- 
ing, for the eleven months ending November 30, 1922, a com- 
parison of railway operating revenues, expenses, net railway 
operating revenues and net ton-miles per mile of road. 


In support of the carriers’ contention that no system of 
record construction designed to. confine movement of traffic 
from the west to foodstuffs and movement from the east to manu- 
factured goods had been employed, Mr. Tilford called attention 
to the July and November tests. 

He said these tests showed that, as to traffic moving to 
Southeastern territory, including South Atlantic ports, on Classes 
1 and 6, inclusive, the tonnage originating at eastern port cities 
and interior eastern points, moving all rail and rail and water, 
totalled 10,385,999 pounds, while that moving from Central 
Freight Association territory and Illinois territory totalled 12,- 
749,826 pounds, showing that the traffic originating in the west 
exceeded that originating in the east by more than 2,000,000 
pounds. 

Mr. Tilford was asked to discuss Mr. Moore’s criticism of 
the carriers’ proposal on the ground that it did not give proper 
consideration to the changing economic situation in the south— 
that is, that in the past the south has drawn its supplies of 
manufactured articles from the north and east, while in recent 
years the south has rapidly developed manufacturing centers. 

Mr. Tilford pointed to the old basing point system adjust- 
ment which, he said, would require the northern and eastern 
manufacturers, in reaching the smaller points in Southern terri- 
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tory, to pay total charges based on the rate to the competitive 
point plus the local charge beyond to destination. This, he said, 
gave the interior Southern manufacturer, who had to pay only 
the local charge to destination, a distinct advantage over the 
Northern and Eastern manufacturer. This advantage, he said, 
had been diminished by the abrogation of the “basing point” 
adjustment and the establishment of joint through rates to all 
points in the territory which, he said, were generally lower than 


combination, due to the operation of the long and short haul 
route. 


The witness referred to comparisons of rates to a number 
of representative destinations to determine, he said, whether 
Mr. Moore’s statement was founded on fact, taking the compari- 
son of Atlanta with Georgia destinations and the comparison of 
Birmingham to the Alabama destinations. 


He pointed out that the difference in favor of Atlanta over 
Albany, Ga., in the first class rate at present was 90 cents; that 
under the shippers’ basis it would be 64 cents; and that under 
the carriers’ basis it would be 70 cents, with corresponding dif- 
ferences for other classes. After citing other examples, he 
said the difference in favor of Atlanta under the present adjust- 
ment and under the carriers’ proposed adjustment was greater 
than would obtain under the shippers’ proposed adjustment. In 
Alabama, he compared the rates to Tuscaloosa and Birmingham, 
pointing out that the difference in favor of Birmingham was 
85% cents under the present scale; 65 cents under the proposal 
of the shippers; and 85 under the carriers’ proposals. North of 
Birmingham, the rates showed a more favorable comparison to 
Birmingham under the shippers’ proposal than under the car- 


riers’—a condition, he said, that did not obtain for destinations 
south of Birmingham. 


He said that evidently Mr. Moore had obtained his proposed 
first class rates from the Ohio River crossings to Atlanta by 
going back to the involuntary adjustment established by the 
carriers in February, 1905, and that, by the use of the class 
relationship advocated by the Southern Traffic League, the rates 
would be relatively even lower than the depressed rates estab- 
lished to Atlanta at that time when the carriers made similar 
revisiong to other common and basing points in the South. 

He presented a table of rates, beginning Jan. 15, 1879, from 
Louisville and Cincinnati to Atlanta. 


It would be observed, he said, that the first class rate pro- 
posed by the Southern Traffic League from Cincinnati to At- 
lanta, with the several changes eliminated, was 9814 cents and 
from Louisville 96% cents, as compared with the involuntary 
rate established in 1905 from Cincinnati and Louisville of 98 
cents; but on the other classes, he said, the rates proposed by 
the shippers were generally lower than those in effect in 1905. 

The average of the rates proposed by the Southern Traffic 
League, he said, with the general changes eliminated, was 50.1 
from Cincinnati and 48.9 cents from Louisville as compared with 
average of 57.4 at present in effect. It also would be noted, he 
said, that the average of the Traffic League rates was 52.8 or 
lower than the average of the involuntary rates established 
February 1, 1905. He pointed out that the average of the car- 
riers’ proposed rates, with the general changes eliminated, was 
57.7 cents, as compared with the average of the present rates, 
with the general changes eliminated, of 57.4 cents. 


He declared that the rates proposed by the shippers were 
lower than the general level of the rates in effect from the Ohio 
River to Atlanta in the last forty-four years, notwithstanding the 
fact that, during that period, there had been the keenest compe- 
tition between the carriers serving the different Western market, 
between carriers serving the different eastern markets—both 
all-rail and water and rail carriers—and between carriers serv- 


ing the western markets and carriers serving the eastern 
markets. 


Asked to explain how the present and proposed adjustment 
from the Ohio River cities to the territory covered by the ex- 
hibits compared with the method of rate construction in 1884, 
he said the methods were entirely different; that in 1884 the 
rates to Atlanta, Dalton, Rome, and Montgomery were lower 
than to the intermediate territory, in violation of the long and 
short haul rate; also that the rates to points in the south were 
made on the combination basis, in 1884, while that was not true 
now; also that the rates to 82 southern points listed in the exhibit 
were lower now than they were in 1884 on all classes; so that 
the general level of rates today was substantially less than in 
1884, 

Another important difference between the proposed adjust- 
ment and the 1884 system of rate construction, even as com- 
pared with the revised fourth section adjustment of 1916, was 
that, in the carriers’ proposals, they were paying greater regard 
to the distance element than ever before, according to Mr. Til- 
ford’s testimony. 


For example, he said, no regard was paid to the distance 
theory in 1884, because the existence of the abnormally depressed 
rates from the Ohio River crossings to Atlanta, Dalton, Rome, 
and Montgomery did not permit the rates to points south of 
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Chattanooga to be increased as the distance from Chattanooga 
increased. 

He was asked to answer, from the carriers’ point of view, a 
statement of Mr. Moore in which, commenting on the fact that 
the carriers’ proposal reduced the rates from the Ohio River 
crossings to Atlanta and Birmingham, he had stated that the 
carriers recognized the need for such reductions and that the 
difference between the carriers and the shippers was merely the 
size of the cut. 

He said the carriers did not recognize the necessity for re. 
ductions in the rates from the Ohio River crossings to Atlanta 
and Birmingham; that the carriers considered the Atlanta and 
Birmingham rates reasonably low and that the keen competi- 
tion between the various railroads serving Atlanta from the 
East and from the West had resulted in these rates being lower 
than the normal level in the territory. 

The changes in the Atlanta and Birmingham rates suggested 
by the carriers, he said, were not the result of any necessity 
for lowering those rates, but were a part of the general adjust- 
ment being made by the carriers to bring the rates into con- 
formity with the amended fourth section, which required ad- 
vances in the rates to such points as Macon, Augusta, Columbus, 
Montgomery, Selma, and the South Atlantic ports where the 
rates had heretofore been depressed because of competition. 

He said the carriers had also found it necessary to suggest 
some changes in the rates to Chattanooga and Knoxville which 
had heretofore been depressed, due to circumstances and condi- 
tions that would be discussed later; that the carriers desired 
to be and were conservative in the increases suggested in these 
depressed points, but that the roads also felt compelled to main- 
tain a reasonable and proper relationship between Atlanta and 
Birmingham, on the one hand, and the former depressed points 
on the other, and from this point of view, suggested the changes 
that had been proposed to Atlanta and Birmingham. 

By increasing the rates to Chattanooga and reducing the 
rates to Atlanta and Birmingham, he said the carriers had re 
duced the spread between them which gave, he said, greater 
regard to distance than under the adjustment existing heretofore. 

“The adjustments which we have suggested,” he said, “we 
believe are for the best interests of both the shippers and the 
carriers and will avoid violent disturbance of trade and market 
conditions that have been developed under the relationships 
heretofore existing and will be less serious than would result 
from such a radical change in our rate adjustments as proposed 
under the mileage scheme of Mr. Moore.” 

The March 2 and 8 sessions were devoted to a continuation 
of the rebuttal testimony of Mr. Tilford, who was still on the 
stand when the hearing adjourned at 1 o’clock Saturday after- 
noon. In view of the voluminous exhibits submitted by Mr. Til- 
ford, the hearing was in session for an extra hour Friday, hold- 
ing until six o’clock, although only a handful of shippers’ and 
carriers’ representatives stayed. 


Mr. Tilford discussed in detail the question of rates in the 
southern territory, showing how the revenue that would accrue 
from both the carriers’ and the shippers’ proposed scales would 
compare with the present revenues of the roads. He was Cross- 
examined by Charles E. Cotterill, counsel for the Southern Traffic 
League. 


He said the roads appreciated the endorsement of T. M. 
Henderson in the broad scheme of rate adjustment proposed by 
the carriers, but that the roads could not concur in the “ex 
tremely” low rates proposed by Mr. Henderson to Nashville and 
other southeastern cities. 


He discussed the adjustments to Nashville and to Chatta- 
nooga, Knoxville and Johnson City, Tenn., from Nashville, St. 
Louis and from the Kenova-Portsmouth groups, before the cross 
examination was begun by Mr. Cotterill. 


The investigation began the week of March 5 by getting 
down to longer hours. The opening hour was fixed at 9:30 
o’clock, with adjournment for lunch at 12:30, and an afternoon 
session from 2 to 6 o’clock. 

W. H. Gatchell, assistant to the president, in charge of 
operation, for the Southern Railway, was summoned as 4 wit- 
ness by Commissioner Eastman to testify concerning the hat 
dling of less-than-carload shipments. The witness at the after 
noon session was A. H. Plant, another executive of the Southern, 
who took the position that the rates should not be reduced in 
North Carolina because of the large gross revenue and 
low operating ratio. He said this was due to the large amoun 
of through traffic which fell to the state. 

Mr. Plant said that a new method of allocation of revert 
that would show in a better manner the terminal costs in Nort 
and South Carolina was put into effect the first of the yeal: 
under which all revenue would be divided into the following 
four classes: Intrastate, trans-state, traffic originating a 
the state for outside destinations, and traffic originating outside 
the state for destinations within the state. : : 

He presented a statement of direct labor costs incurred 1 
handling less-than-carload freight on the Southern eye 
stating that the average cost per ton on less-than-carload tra 
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from connections was $1.0262 and the average cost per ton on 
less-than-carload traffic originated at the railways’ terminals at 
Cincinnati, Louisville and Lynchburg in a continuous period 
of six days in November, 1922, was $1.0839. The increase, he 
said, in the cost per ton of freight, originated at terminals over 
costs from connections was 5.63 per cent. 

He presented the following statistics: 


RECEIVED FROM CONNECTIONS. 

















Average 

cost, 

Terminal. Tons. Cost. per ton 

oaks. Gu SS ee rare er Serer roe 2,010 $2,033.92 $1.012 

Le. Ieee pee Cee ee or 34 394.63 1.134 

NN ISUTE; WON ve Siar ic ee's so sce oivins hie 159 154.30 0.970 

Totals” ANG AVSPAE. 0562s bec eee 2,517 $2,582.85 $1.026 

ORIGINATED AT TERMINALS. 

Average 

cost, 

Terminal. Tons Cost. per ton 

DMNNER EOS. so coos svc evieceeek eset 1,245 $1,319.36 $1.0594 

MAING, “GN 8 5 SUR RIN So 5s Gee Ee 764 862.75 1.1292 

DEONDUNES WOR seein bciies ccna cbeaeeds 714 769.46 1.0776 

otal Wie MOTOGs 6 6.5 60sNeee ian os $2,723 $2,951.57 $1.0839 
TOTAL LESS CARLOAD FORWARDED. 

Average 

cost, 

Terminal. Tons. Cos er ton 

AINE, FON { 6's die sallodt oc aaibuiew ds. bes he 3,255 $3,353.28 $1.3019 

MRTG, Ga! 5 ard Sinton ote cic deen hes ews 1,112 1,257.38 1.1307 

EEN, WANG) Wi eikbeaes 03 esd we Woike see's 873 923.76 1.0581 

Totals AWE (MVOTERS.. 6.656605 0s bssceee 5,240 $5,534.42 $1.0562 


He said these costs were confined to labor only for station 
employes, yard trainmen and enginemen, incurred in handling 
less-than-carload freight, and that the costs did not include 
costs of material and supplies, maintenance, taxes, administra- 
tion, or other overhead properly chargeable to terminal costs. 
He also said the costs included only those incurred by the 
forwarding line and not costs incurred by the delivering line. 

He presented an exhibit showing that the total mileage 
operated by the Southern Railway was 6,959.03, divided as 
follows: Main line, 4,620.11; branch line, 2,338.92. 

One of his exhibits was an abstract of the corporate, ad- 
ministrative, accounting, operating and traffic practices of his 
road, showing in detail the various forms and bills used in the 
clerical end of the organization. 

Auother exhibit showed the traffic statistics per mile of 
road operated in the state of North Carolina for six months 
ended June 30, 1922. 

For the main line in South Carolina, running from the line 
between the two states near Grover, N. C., to the South Caro- 
lina-Georgia state line near Madison, S. C., the witness pre- 
sented figures showing the revenue per ton-mile to be 1.53 cents 
as compared with 1.55 cents for all other lines in the state and 
155 cents for the total state of South Carolina. 

Night sessions were begun Tuesday night in the effort to 
speed up the hearing, which hag been delayed by the unex- 
pected length of several witnesses’ testimony. 


The Carolina end of the rate investigation was the prin- © 


cipal subject Tuesday, with the testimony of A. H. Plant, as- 
sistant to the president of the Southern Railway, and B. G. 
Brown, general freight agent for that road. F. W. Kirkland, 
freight traffic manager of the Florida East Coast Railroad, was 
on the stand for a while at the morning session to explain 
exhibits showing the effect of the proposed rates on towns in 
his territory. 

Mr. Brown presented an exhibit showing the present rev- 
enue and proposed revenue under the proposal of the North 
Carolina commission for traffic to points in North Carolina 
_ South Carolina reaching destination on November 22-24, 


The total tonnage for classes double ist to D, inclusive, was 
3,852,908 and the present revenue listed at $46,545.28, as com- 
bared with a proposed revenue (N. C. Commission) of $40,- 
624.94. a decrease of $5,920.34 or 12.74 per cent. 

He objected to the routing shown in a previous exhibit of 
the North Carolina commission, which showed, for example, the 
following distance and route from Chicago to Raleigh, N. C: 


"Vo: SL, WG. iia so cab ose hess 767 
SE Fre g Sith ais BWI Wena Hale .ceeis ceca 109 
WOM i ci. da in dhe cdseshentiteeed. 876 

He said the distance should have been shown as follows: 
To. Letcher Was’) i569. inet Sei. 733 
SOWE | Bibh civil was ads Seal Uinkesvediuacas csi 143 
TNE ssh hive Ken weet eed we ua heron oe aa -876 


, He then showed the same comparison for Goldsboro, N. C., 
a first the distance and route shown in the North Car- 
oliha commission exhibit, as follows: 





‘LO SRO WHE. 65 eran 444 pon od able tna 767 
SOUR eras oe ae cease ee ee 158 
DOD kas seer neds Haaten sdesaltious 925 
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He said the distance should have been shown as follows: 

ey Re: WS Soin dab oes eS eas wwasi's 733 

NE Se ce a eel mals s Waccss bas bbls’ So dee tales 192 

I oe ZG hadi kabpe e's ubnchs bee e-aub es 925 


He presented a formula which, he said, was used by the 
North Carolina commission in determining its proposed rates to 
Zone 1, North Carolina points: 


New York. 


Boston. 

Distance from origin to Richmond...............6+8. 343 555 
Distance from Richmond to Zone 1 points...........-. 158 158 
Arle ivode se leks Uebel se chee ceed eres 501 713 


Present first class rates from point of origin to 

FRE NE NEE TI Re pee AP ea 79c 8614¢c 
Present first class differential from Richmond to zone 54c 54c 
First class rate from point of origin to Richmond, 

extended on per mile basis to Zone 1 points.. .... 115c 1lic 
Through rate from points of origin to Zone 1 points 

under previous head exceeds rate to Richmond as 


SUI. <a no 6G grsteiinn Sind ave oh «nolan S ¢ Sraae'sie'a Sale epaeae 36c 244%e 
Present differential exceeds difference on per mile 
basis by amounts indicated, thus demonstrating the 
rate for Southern territory is higher than in Official 
territory by percentage indicated...............5. 18¢ 29%ec 
50% .- 120.4% 


From other points of origin, he obtained the following per- 
centages: Albany, N. Y. 96.3 per cent; Rochester, N. Y. 107.6 
per cent; Syracuse, N. Y. 107.6 per cent; Utica, N. Y, 116 per 
cent. 

His next table showed the present first class rate from 
Cincinnati to Roanoke as 120%. He followed with the state- 
ment that the rates to Roanoke extended on per mile basis 
would be 1.59% to the following North Carolina towns figured 
via Virginia cities: Burlington, Ibsonville, Graham, Greens- 
boro, Hillsboro, Kernersville, Mebane and Winston-Salem. 

He said that under the North Carolina corporation formula, 
the difference in 39 cents in rates from Cincinnati to Roanoke 
and from Cincinnati to the Zone 1 cities, using New York as a 
basis, would be increased 50 per cent, making the total rate 
on first class from Cincinnati to Zone 1 North Carolina points, 
$1.79; using Boston as a basis, 2.0644; using Albany as a 
basis, 1.97. 

He pointed to the first class rates proposed by the North 
Carolina commission of 1.21; and to the first class rate pro- 
posed by the carriers, Durham, N. C., and west, of 1.75 and 
the first class rates proposed by the carriers, east of Durham, 
of 1.87. 

He submitted sheet after sheet of similar comparisons, 
dealing with the North Carolina commission formula submitted 
in exhibit No. 1211. 

The rebuttal testimony of Mr. Brown, in which he voiced 
strong opposition to the proposals laid down by the North 
Carolina Corporation Commission in Asheville, last summer, was 
a big feature of the Tuesday afternoon and Wednesday morn- 
ing sessions. 

He contended that the proposals of the North Carolina 
commission would result in a level of rates that could not be 
extended into the remainder of southern territory, arguing that, 
if such a level were extended into other states, it would result 
in bankrupting the railroads. 

He said the Southern Railway was primarily interested in 
rates from the north into the Carolinas that were not so low 
as to preclude competition in the Carolinas on the part of 
nianufacturers in Atlanta, Chattanooga, Birmingham and other 
southern manufacturing points. He declared that the rate 
levels sought by the North Carolina corporation would give 
the northern manufacturers too great an advantage over south- 
ern manufacturers and would tend to suppress competition from 
these points. 

He pointed out that Atlanta stove manufacturers compete 
with similar concerns in Cleveland, Pittsburgh, Cincinnati and 
other northern points and declared that the proposals of the 
North Carolina commission would give that state rates, for 
example, from Pittsburgh, which would be lower than the rate 
from Pittsburgh io Atlanta, although the rail distance is shorter 
to the Georgia city. 

He pointed to the fact. that fifty per cent of the population 
of the United States is located in that portion north of the 
Potomac and Ohio rivers and east of the Mississippi River, 
insisting that the Southern could ill afford to make any system 
of rates that would prevent other portions of the country from 
going into that section for trade. This statement was made 
in answer to the query on northbound rates from the Carolinas 
and other southern states, which, it is stated, will be made on 
substantially the same level as advocated by the carriers on 
rates from the northern cities into the south, with the southern 
shippers, in some instances, having competitive preferentials in 
rates. 

He said that if the rates sought by the North Carolina 
commission were adopted for that state and the relative basis 
sought for South Carolina were adopted for the sister state, 
there was nothing io prevent other states from seeking a simi- 
lar relative adjustment of rates—a procedure which, he said, 
would lead to bankruptcy on the part of the roads. 
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J. W. Perrin, assistant freight traffic manager for the At- 
lantic Coast Line, followed Mr. Brown with rebuttal testimony 
in opposition to any restriction or closing of the Norfolk gate- 
way in making rates into southeastern territory. 

He voiced opposition to any such contemplated restriction 
of Norfolk, pointing to its terminal, harbor and steamer route 
facilities and making the point that it would be hazardous to 
the movement of heavy traffic to curtail the movement from 
any such gateway. He stressed the advantage that would be 
afforded by Norfolk in the event of a shortage or a slowing 
down in the service and contended that any effort to restrict 
the making of rates from New York and Boston only to ports 
like Charleston and Savannah was an effort to close the. Norfolk 
gateway. 

He pointed to the fact that Atlanta buys a great deal of 
freight shipped from Baltimore, saying that Baltimore had a 
seven-night-a-week steamer service from that city to Norfolk— 
that freight was loaded in Baltimore every night in the week and 
delivered in Norfolk the following morning—while there was 
only once-a-week service from Baltimore to Charleston and a 
twice-a-week service into Savannah. 

He urged that the carriers owed it to the shipping public 
to keep all available routes open to care for any sudden ex- 
pansion in the volume of traffic which comes with an upward 
trend in the country’s business. 

The final witness at Wednesday’s session was E. T. Wilcox, 
assistant freight traffic manager for the Seaboard Air Line, who 
discussed rates from the East and Virginia into the South and 
presented rebuttal testimony to that offered by the shippers 
concerning rail and water rates. 

He opposed any proposition for making a parity of rates 
from Charleston, the Georgia ports and Jacksonville into the 
southeast. He declared that Charleston could offer no argu- 
ment for such a parity and that it would be favoritism to allow 
such a procedure; that no special road was directly enough 
concerned in Charleston to make such a parity, and that the 
town presented no advantages in favor of such a move. 


He also opposed the Moore mileage scale, declaring that 
no port interests had expressed to him the opinion that the 
rigid application of a mileage scale was desired by them. 

In line with the Charleston proposal, Mr. Wilcox submitted 
a chart showing towns to which Thomas J. Burke had proposed 
the same scale of rates from both Charleston and Savannah, 
with marked differences in distances. Some of the larger towns 
follow: , 


Carriers’ Burke 

Distance Rate Proposal 

NRL * Pio oho cd eens deems C-413 C-150 124 
S-355 S-145 124 

po Se ere ee C-475 C-160 130 
S-420 S-155 130 

NUNS: EMIS id) stw'eny. 84:04 #4: eee aN C-574 C-178 145 
S-532 $-173 145 

ps a) err rere C-434 C-155 120 
S-339 $-140 115 


GEORGIA MILEAGE SCALE 


(Special Correspondence from Atlanta, Ga.) 


The Georgia Public Service Commission March 1 issued a 
final order putting into effect, May i, 1923, a mileage scale of 
freight rates on all classified traffic. 

On the new scale, a shipment of freight will be rated 
according to the distance it travels without regard to point of 
origin or destination. The commission’s first order in the case 
was issued April 1, 1922, after Commissioner James A. Perry 
had introduced a resolution providing for a general revision of 
Georgia intrastate rates on the straight mileage basis. 

In its first order, the commission prescribed a straight mile- 
age scale with a fixed relationship between classes. Shortly 
after the issuance of that order the Interstate Commerce Com- 
mission reduced Georgia rates 10 per cent. The Georgia com- 
mission then held up the Georgia scale and required the carriers 
to show cause why Georgia rates should not be reduced 10 per 
cent to conform to the reduction of interstate rates. 

In the order issued March 1, a reduction of 10 per cent is 
applied to the scale as originally prescribed, so that the scale to 
take effect on May 1 will be in line with interstate rates as pre- 
scribed by the federal Commission. 

In the order, all railroads within the state are re-classified. 
Heretofore, there have been four classes, defining the relative 
financial standing of the various railroads, “A,” “B,” “C,” “D.” 
Under the new order, there will be only two classes, “A” and 
“B,” all of the short lines and the poorer earning roads being 
placed in Class “B.” 

The order carries some increases and some decreases, but 
more of the latter. 


B. R. & P. BONDS 


The Commission has authorized the Buffalo, Rochester & 
Pittsburgh Railway Company to issue $1,920,000 of Buffalo, Roch- 
ester & Pittsburgh equipment bonds to be sold at not less than 
96% per cent of par and accrued interest. 
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CONDEMNS RAILROAD BAITERS 


The Trafic World Washington Bureay 


A plea for fair treatment of the railroads and a condemna- 
tion of “blocs” was made by Senator Calder, of New York, in 
a “swan song” speech. He emphasized the necessity of members 
of Congress acting for the welfare of the whole nation rather 
than for this or that “bloc.” As to railroads, he said: 


While industry in general received a marked impetus as ag 
result of the Great War, one industry in particular—railroads— 
has in this time suffered a blight that is now reacting severely 
throughout the whole nation, and we are forced to the realization 
that the brains and the ability of America are being turned away 
from the direction of our railroads. x 

During the days of the Civil War and immediately following 
we developed the country west of the Mississippi River with the 
industry, foresight and ingenuity of men like Hill and Harriman, 
who had the courage to struggle against tremendous odds in order 
to open that great country to the American people. These men 
were, indeed, the great builders, and should be appreciated as the 
benefactors of their country. But government regulations and 
demagogic denunciation here and elsewhere are slowly breaking 
down this great industry, until today very few of the men of 
wealth of America have their fortunes invested in railroad 
securities. 

I myself voted for the Cummins-Esch bill, which incorporated 
in the law a provision compelling owners of railroads and men 
employed on them to settle their differences through arbitration, 
supervised by a government labor board. I am now convinced 
that this was a grave mistake, for as long as the railroads are 
operated by private individuals or corporations, without any gov- 
ernment investment, the owners should be able to settle their 
diflerences between themselves and their employes. With the 
government regulations giving the Interstate Commerce Commis- 
sion the right to fix rates the roads themselves must have some 
opportunity to determine their best policy in order to give reliable 
service to the people and make a just profit. 

During the year 1922 the railroads, for the first time since the 
war, began to show a tendency toward returning a balance on the 
right side. This tendency should be encouraged and not threat- 
ened by vicious legislation. 

The time has come when American brains and capital have 
turned away from railroad investment to other more profitable 
fields. During the past ten years no important railroad project 
has been started and few extensions have been undertaken. This 
great arm of American industry, of the utmost importance to all 
our national development, is being gradually paralyzed through 
governmental malevolence. It has become the sport of politicians 
to find fault with the railroads. 

My views on this subject may be unpopular with those who 
make a practice of denouncing public utilities, but the time has 
come when the truth must be told if the railroads are to be kept 
out of bankruptcy or public ownership and encouraged to further 
extension and development. That is the trouble here. Some of 
us have been afraid to tell the truth; we have been afraid to act 
on the truth. We are fearful of every move that we make and 
every vote that we cast. A re-elected senator—and, for that mat- 
ter, he might be one of a number of senators—recently said to me 
that he had made it a practice never to vote against a bill which 
a considerable group of his people favored. We were talking of 
the Cummins-Esch bill, the soldier bonus, and the prohibition law. 

Is it possible that the men who represent the nation in Con- 
gress realize even what this serious state of affairs will logically 
lead to in our national life? As to the actual legal status of gov- 
ernment ownership, the railroads, even though condemned, could 
not be taken over without due remuneration at their real value. 
This, it has been estimated, would be about $19,900,000,009. Any- 
one who has made a study of the management of the railroads 
and of the government’s finances realizes how impossible of 
achievement the whole thing is. The experience of national con- 
trol during the war, when in a short period we expended a sum 


‘estimated at $1,800,000,000 in operating the railroads in excess of 


the income, stamps the project as a most unsound undertaking. 
And unless the private operation of the railroads is encouraged, 
the farmer and workingman will find that they have been grossly 
misled by their champions, loose-thinking, uninformed men, who 
have been loud in their denunciation of the railroads of the coun- 
try, working ignorantly to destroy that which they do not un- 
derstand. : 

The farmers of the country today are entitled to the interest 
and sympathy that are being extended to them. Not in one whit 
less degree should there be promoted an intelligent understanding 
of our national railroad conditions. There is this difference, how- 
ever, the farmers are now to receive necessary assistance; the 
railroads have so far met with discouraging interference. 


CHANGES IN DOCKET 

Hearing in 14571, the Indiana State Highway Commission VS. 
Abilene& Southern et al., assigned for March 6 at Indianapolis, 
Ind., was cancelled. 

Hearing in 14120, Boyer-Van Kuran Lumber & Coal Com- 
pany vs. Director-General, assigned for March 8 at Omaha, Neb., 
was cancelled. 

Hearing in 14458, the Long Oil Co. vs. Director-General, 
assigned for March 5 at Salina, Kan., was postponed to a date 
to be hereafter fixed. : 

Hearing in 13976, E. I. Du Pont de Nemours & Co. vs. Di- 
rector-General, C. R. I. & P. et al. assigned for March 5 at 
Philadelphia, Pa., was canceled. 

Hearing in 13845, Gottlieb Bertsch et al. vs. Director-Gen- 
eral, assigned for March 9 at Fort Wayne, Ind., was postponed 
to a date to be hereafter fixed. ; 

Argument in No. 12159, Consolidated Press Association VS. 
Western Union Telegraph Company, assigned for March 8, at 
Washington, D. C., was postponed to a date to be hereafter fixed. 





MOBILE & OHIO EQUIPMENT BONDS : 
The Commission has authorized the Mobile & Ohio to issue 
$1,600,000 of equipment bonds and to sell them at not less than 
98 per cent of par and accrued interest. 
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CONSOLIDATION HEARINGS 


The Trafic World Washington Bureau 


Ralph Budd, president of the Great Northern, submitted 
additional testimony in the railroad consolidation hearing in 
support of the contention that the Northern Pacific and the 
Great Northern were to a large extent complementary and non- 
competitive. He said the association of these two lines and 
the Burlington for the last 21 years had resulted in improve- 
ment of service and convenience to the public. 

“One of the striking advantages of the combination of the 
Great Northern and the Northern Pacific with the Burlington 
is the fact that it would tend to insure the consolidated system 
against vicissitudes such as business depressions and crop fail- 
ures that may occur locally and which would be much more 
serious in the case of a line confined to a narrow territory,” 

id he. 

r “The dangers in this respect are especially great in the 
northern tier of states west of Lake Superior, where the de- 
pendence is very largely upon a single crop, that is, spring 
wheat. An important feature of the supplementary character 
of the Burlington to the two northern lines is the way in which 
it affords this stability, and this is also the better accomplished 
when the Colorado & Southern and the Fort Worth & Denver 
and Spokane, Portland & Seattle are included, as the system 
so made up comprises a territory of such varied resources and 
such diverse interests and crops that it becomes fairly repre- 
sentative of the western United States. Besides the advantage 
of being protected against local disaster, the diversification .of 
industries and resources insures a much better balanced use 
of the equipment throughout the year.” 

Mr. Budd said the operating economies that would result 
from the consolidation of the three lines would be great, while 
a disruption of the existing affiliation would result in a sacrifice 
of economies that had been made. 

“The pointing out of savings and other advantages in han- 
dling equipment on the proposed system does not, by any means, 
lead to advocating a single car pool for the whole United 
States,” said he. “Consolidating the railroads into a limited 
number of systems would result in all of the equipment belong- 
ing to the same limited number of owners.” 

Mr. Budd said it might fairly be said that the benefits in 
the handling of equipment which would come from consolidation 
would realize all the practical advantages of a limited number 
of car pools, and at the same time would preserve the highly 
important advantage of having the cars provided, maintained 
and controlled by the owner, and that that would be much 
better than a single car pool to be owned and managed inde- 
pendently of any railroad system. 


Annual savings of not less than $10,000,000 would result 
from economies which could be effected, Mr. Budd said, and these 
savings would increase as time went on. 


“Speaking for the Great Northern Railway Company,” he con- 
tinued, “I feel it is my duty to point out that the consolida- 
tion statute is purely permissive and, therefore, proceeds upon 
the theory that railroad companies will not consolidate unless 
they find it to their ultimate interest to do so. That being true, 
I-am satisfied that the Great Northern company could not find it 
to its interest to promote any consclidation which would in- 
volve the loss of its interest in the Burlington and of the highly 
important relationships which have been built up with the 
Burlington during the past twenty-one and one-half years. I 
have no doubt the Northern Pacific Railway Company would 
have exactly the same attitude toward any proposal that it sep 
arate itself from the Burlington. Therefore, the practical result 
is that if either one of the northern lines should be put in a 
separate group from the Burlington, there would be no motive on 
the part of such northern line to take the necessary action to 
effectuate the consolidation plan.” 

On the other hand, Mr. Budd concluded, authorization of a 
consolidation of the three lines would result in a speedy con- 
solidation. 

Charles Donnelly, president of the Northern Pacific, said the 
course the proceeding had taken was such that an erroneous 
impression might have been left on the mind of the Commission 
as to the real views and desires of the Northern Pacific and the 
Great Northern. Mr. Donnelly referred to testimony earlier in 
the hearing in which each of the northern lines showed why the 
Burlington should be grouped with it, if the three roads were to 
be separated. 

“The Great Northern and Northern Pacific companies are in 
earnest certainly in the desire of each of them to retain its in- 
terest in the Burlington, and therefore in their opposition to 
any plan of which the consummation would involve the separa- 
tion of either from the Burlington,” said he. 

Mr. Donnelly said it was the unanimous judgment of the 
Officers and directors of the Northern Pacific that such reparation 
Would be extremely prejudicial to the Burlington-Northern Pa- 
tific interests. He said he concurred in what Mr. Budd had said. 

€ also pointed out economies which could be effected if the 
three systems were grouped together. 
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S. W. Smith, of the American Mining Congress, submitted 
a protest on behalf of the Arizona chapter of that organization 
against proposed system No. 17, Southern Pacific-Rock Island, 
on the ground that the producers and shippers of ore in the 
southwest would be adversely affected by the elimination of com- 
petition between the roads which would be grouped together in 
that system. The chapter contended that the ore producers and 
shippers now had rates based on competition and that therefore 
a change was not desired. 


The hearing was adjourned until some time after March 15. 

Announcement was made by the Commission this week that 
western hearings in No. 12964, consolidation of railroads, would 
be held in March and April and that hearings on proposed 
systems 1 to 9, inclusive, which embrace the eastern lines, would 
be started at Washington May 16. In its announcement as to 
the western hearings the Commission said: 


It will be recalled that at previous hearings in the above entitled 
proceeding, announcement was made by the presiding commissioner 
that it was not contemplated that all the hearings with respect to the 
carriers in the western region would be held in Washington; but that 
itineraries and hearings would be arranged so that state commissions, 
communities interested, and the short lines affected, in brief, all those 
who have any substantial interest in this matter, would have an oppor- 
tunity to be heard. 

Accordingly, further hearings in the above entiled proceedings will 
be held before Commissioner Hall and Examiners Healy and Hoy at 
10 o’clock a, m., on the following days and at the following places: 

March 19, United States Court Room, St. Paul, Minn. 

March 23, United States Court Room, Helena, Mont. 

March 26, United States Court Room, Seattle, Wash. 

March 28, Rooms of Public Service Commission of Oregon, 252 
Court House, Portland, Ore. 

March 31, 237 Merchants’ Exchange, San Francisco, Cal. 

April 7, United States Court Room, Los Angeles, Cal. 

April 11, United States Court Room, Salt Lake City, Utah. 

April 16, United States Court Room, Denver, Colo. 

April 23, United States Court Room, Fort Worth, Texas. 

April 26, Coates House, Kansas City, Mo. 

April 30, Hotel Jefferson, St. Louis, Mo. 

If cross-examination is desired of any witness who appeared at 
the Washington hearings the undersigned should be advised promptly. 


Systems 1 to 9, inclusive, in the Commission’s tentative 
consolidation plan, are as follows: 


System No. 1—New York Central: New York Central, Pitts- 
burgh & Lake Erie; Rutland; Michigan Central; Chicago, Kala- 
mazoo & Saginaw; Cleveland, Cincinnati, Chicago & St. Louis; 
Cincinati Northern; Western Maryland; Fonda, Johnstown & 
Gloversville; Lake Erie & -Pittsburgh; Central Indiana; Pitts- 
burgh, Chartiers & Youghiogheny; Monongahela; Boston & Maine; 
Maine Central; Bangor & Aroostook; and all railway properties 
controlled by the above carriers through lease, stock ownership 
or otherwise, except: Lake Erie & Western and Toledo & Ohio 
Central, both now controlled by New York Central; Zanesville 
& Western and Kanawha & Michigan, both now controlled by 
Toledo & Ohio Central; Indiana Harbor Belt. 

System No. 2—Pennsylvania: Pennsylvania, West Jersey & 
Seashore; Long Island; Baltimore, Chesapeake & Atlantic; Cum- 
berland Valley; Maryland, Delaware & Virginia; New York, Phila- 
delphia & Norfolk; Pittsburgh, Cincinnati, Chicago & St. Louis: 
Waynesburg & Washington; Grand Rapids & Indiana; Cincin- 
nati, Lebanon & Northern; Ohio River & Western: Louisville 
Bridge & Terminal; Wheeling Terminal; Toledo, Peoria & West- 
ern; Lorain, Ashland & Southern; Lake Erie & Pittsburgh; Cen- 
tral Indiana (alternative); Pittsburgh, Chartiers & Youghiogheny 
(alternative) ; and Monongahela (alternative): and all other rail- 
way properties controlled by any of the above carriers under 
lease, stock ownership, or otherwise, except the Norfolk & West- 
ern and properties controlled by it. 

System No. 3—Baltimore & Ohio: Baltimore & Ohio: Sandy 
Valley & Elkhorn; Staten Island Rapid Transit; Reading system; 
Cincinnati, Indianapolis & Western; Chicago, Indianapolis & 
Louisville; New York, New Haven & Hartford; Central New Eng- 
land: Lehigh & New England; Lehigh & Hudson. 

System No. 4—Erie: Erie; Chicago & Erie: New Jersey & 
New York; New York, Susquehanna & Western: Delaware & Hud- 
son; Delaware, Lackawanna & Western; Ulster & Delaware: 
Bessemer & Lake Erie; Buffalo & Susquehanna; Pittsburgh & 
Shawmut; Pittsburgh, Shawmut & Northern; Lorain, Ashland & 
Southern; Wabash lines east of the Missouri River 

System No. 5—Nickel Plate-Lehigh Valley: Lehigh Valley; 
New York, Chicago & St. Louis: Toledo, St. Louis & Western: 
Detroit & Toledo Shore Line; Lake Erie & Western: Wheeling & 
Lake Erie; Pittsburgh & West Virginia: Bessemer & Lake Erie. 

System No. 6—Pere Marauette: Pere Marquette: Detroit & 
Mackinac: Ann Arbor; Detroit, Toledo & fronton; Boyne City, 
Gaylord & Alpena. 

System No. 7—New England: New York, New Haven & Hart- 
ford: New York, Ontario & Western; Central New England; Bos- 
ton & Maine; Maine Central; Bangor & Aroostook; Lehigh & Hud- 
son River; Lehigh & New England. 

System No. 7A—New England—Great Lakes: Same as system 
No. 7 with the addition of the following, which otherwise, with 
the exception of the Buffalo, Rochester & Pittsburgh, may be 
included in system No. 4. That carrier may be included in system 
No. 5. Delaware & Hudson; Ulster & Delaware: Delaware, Lacka- 
wanna & Western: Buffalo, Rochester & Pittsburgh; Pittsburgh 
& Shawmut: Pittsburgh, Shawmut & Northern. 

: System No. 8—Chesapeake & Ohio: Chesapeake & Ohio; Hock- 
ing Valley; Virginian. 

System No. 9—Norfolk & Western: Norfolk & Western: Toledo 


& Ohio Central; Zanesville & Western; Kanawha & Michigan; 
Kanawha & West Virginia. 


It will be observed that, in several instances, the Com- 
mission has put the same roads in different systems, pointing 
out that such roads may be placed in any of such systems. 


ABOLITION OF SHIPPING BOARD 


Senator King of Utah has introduced a bill (S. 4656). pro- 
viding for the absorption by the Department of Commerce of 
the Shipping Board and Emergency Fleet Corporation. 
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MERCHANT MARINE POLICY 


The Trafic World Washington Bureau 


The Shipping Board’s “novel and startling” plan for dis- 
position of the government fleet was not made public on the 
afternoon of March 4, as promised. About 9 o’clock on the 
night of March 3, the board announced that a decision had been 
reached to defer making the plan public. In a formal statement 
Chairman Lasker said that “contemplated plans are inspired 
by the hope of bringing about the passage of the lines and 
routes operated by the government into private hands as man- 
dated by law,” but he said the board had reached the con- 
clusion that an announcement of any general plans could lead 
to misunderstanding. He said the board had decided that ma- 
tured plans and details had better be announced simultaneously 
and that it would have these ready as soon as possible. 

Commissioners Lissner, Thompson and Chamberlain were 
appointed members of a committee to study and perfect the 
plans. 

The change in the arrangements relative to making the 
plan available for publication caused speculation as to whether 
there were other reasons in addition to those given for the 
decision reached by the board to withhold the plan. Officials 
of the board asserted, however, that the facts about the matter 
were as given in the statement. 

Chairman Lasker left March 5 with President Harding’s 
party for Florida. It was believed that the plan would not be 
made public for some time. 

The statement issued by Chairman Lasker, relative to the 
board’s policy, follows: 


The merchant marine act, 1920, in its preamble, provides: 

“That it is necessary for the national defense and for the proper 
growth of its foreign and domestic commerce that the United States 
shall have a merchant marine of the best equipped and most suitable 
types of vessels sufficient to carry the greater portion of its commerce 
and serve as a naval or military auxiliary in time of war or national 
emergency, ultimately to be owned and operated privately by citizens 
of the United States.’ f 

The board for the past few years has been operating several hun- 
dred of the government-owned fleet, and in the spirit of the merchant 
marine act, 1920, concluded over a year ago that the experience of 
that operation, the results obtained therefrom, and the consequent 
condition of the fleet, had brought about a situation that made it 
highly desirable to have further legislation, if under the mandate of 
the merchant marine act we were to have a merchant marine pri- 
vately owned. : 

After careful study the board suggested to the President and the 
Congress the subsidy bill, which the Senate failed to act on before 
adjournment. This has made necessary an announcement as to the 
board’s plans to bring about the result contemplated under the mer- 
chant marine act. This announcement I had hoped to be able to make 
at this time in a general way, leaving the details for future publi- 
cation. 

The contemplated plans are inspired by the hope of bringing 
about the passage of the lines and routes operated by the govern- 
ment into private hands, as mandated by law, with guaranteed obli- 
gation that such lines will be maintained for a term of years, thus 
insuring to ports and shippers continuous service. : 

After eareful deliberation the board is of the opinion that to 
announce any general plans that might be contemplated, without 
giving fullest details, could lead to misunderstanding; the board has 
therefore decided that matured plans and details had_ better be 
announced simultaneously. These we hope to have ready with all 
elaboration as expeditiously as possible. 

A committee, consisting of Commissioners Lissner, Thompson and 
Chamberlain, has been appointed to study and prepare detailed plans, 
with a view of bringing about, without interruption of service, the 
fore of the government’s lines into private ownership, in so far as 
possible. 

In the meantime the Shipping Board will continue the operation 
of all of its lines without change, as heretofore. Shippers and passen- 
gers have the government’s assurance that they need not hesitate to 
book on government ships; the service will be as in the past— 
adequate, prompt and regular. 

A committee, consisting of Vice-Chairman O’Connor and Com- 
missioners Benson and Plummer, will make a survey of physical con- 
dition of the fleet as a whole. There is a substantial part of the laid- 
up fleet that experts have always maintained cannot be successfully 
operated in peace times, having been built for war needs. 

Regardless of any Page that may be contemplated by the board, 
announcement was made today of the board’s intention to recondition 
the ships Mount Vernon, Agememnon, America and President 
Buchanan—all of which, together with the Leviathan, will be assigned 
to the United States Lines, so as to make that line second to noné in 
the strategic north Atlantic. 


The announcement referred to in the preceding paragraph 
follows: 


The United States Shipping Board announced that it had author- 
ized the reconditioning of the steamships Agamemnon and Mount 
Vernon. Both vessels are ex-German liners, the Agememnon formerly 
being known as the Kaiser Wilhelm II and the Mount Vernon as the 
Kronprinzessin Cecilie. It is expected that they will be ready for 
service in the 1924 season, and will then be operated by the United 
States Lines in the north Atlantic, to be run-in conjunction with 
the Leviathan and the George Washington. 

The Agamemnon and the Mount Vernon will be converted into oil 
burners, and when finished will be the equals of any vessels afloat in 
point of equipment. The plans and specifications are now being pre- 
pared and call for the most modern furnishings. When put into 
operation they will carry approximately 900 first and second class 
passengers and 500 third class, with a crew of 550. These vessels are 
approximately 700 feet long, with a gross tonnage of about 20,000 tons 
and have a speed of 23 knots. 2 

In addition to the Agamemnon and the Mount Vernon, the Presi- 
dent Buchanan, formerly the President Grant, is to be reconditioned 
as an active ship of the highest type. She is a vessel of approxi- 
mately 600 feet long, a beam of 68 feet, and a tonnage of about 20,000. 
Plans and specifications have already been issued to the bidders and 
bids for the work of reconditioning are to be opened about April 1. 
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The plans contemplate additional boiler equipment, the installation 
of a fuel oil system and the ee and overhauling of 
mechanical equipment throughout. With the installation of the fuel 
oil system she is expected to make 15 knots. 
hen completed, the President Buchanan will carry approxi- 

mately 700 cabin passengers and 1,400 third class passengers. The 
third class accommodations will be the finest in the world. 

Plans and specifications for the reconditioning of the America 
have been issued and bids will be opened for this work March 9. 

The America has been in the service of the United States Lines 
ever since its inception. She has proved so popular on her run in 
the north Atlantic that she is already booked full for her trips on 
June 3 and June 30, with a long waiting list. 

In all of these ships every convenience for passengers will be 
installed and every appliance for the safety of the vessels provided. 

With the reconditioning of the America and the addition of the 
Leviathan, Agamemnon, Mount Vernon and President Buchanan to 
the fleet of the United States Lines, it is the opinion of shipping men 
that the Shipping Board will then have one of the finest fleets under 
any flag in the north Atlantic. The other ships in the fleet are: 
George Washington, President Fillmore, President Arthur, President 
Roosevelt, President Garfield, President Adams, President Polk, Presi- 
dent Van Buren, President Monroe and President Harding. 


If Chairman Lasker, of the Shipping Board, had a “novel 
and startling” plan for disposition of the government’s fleet, 
such a circumstances was not indicated at the Shipping Board 
oe 5, after the chairman had left for Florida with the Presi- 

ent. 

Commissioner Lissner, chairman of the committee appointed 
to prepare a plan, said the first step would be the selection 
of a “family council” of Shipping Board experts who would 
prepare, in the rough, a plan based on the underlying principle 
of getting the government out of the shipping business. Later 
on, he said, interested parties would be called in for conferences. 
He said the plan should be ready in about sixty days. 


If Chairman Lasker had a plan, it is regarded as probable 
that decision was reached to permit the public to be heard be- 
fore announcing it. Mr. Lissner said the desire was to prepare 
a plan that would meet as nearly as possible the wishes of those 
directly affected. Representatives of ports, shippers, shipowners, 
and ship operators will be heard by the committee. 


Mr. Lissner said he hoped new shipping companies would 
be organized to take over some of the vessels and that vessels 
would be disposed of, if possible, to Shipping Board operators. 
Plans for the organization of a great company on the Pacific 
coast were halted when the subsidy bill failed to pass, he said. 

Officials of the board admitted that the cream of the cargo 
fleet of the board was in operation now and that many of the 
ships tied up never could be economically operated. The plan 
to be adopted, it is believed, will embrace a provision definitely 
stating that the uneconomical ships will be scrapped. 


Further economies in the operation of ships by the govern- 
ment can not be effected, Mr. Lissner said, adding that the 
limit in that respect had been reached by the present board. 
That means that a loss of approximately $4,000,000 a month 
must be expected so long as the government operates the ships. 
The limit in economies by privately owned and operated ships 
has not been reached, however, the commissioner said, and there- 
in lies the hope of the Administration that with the indirect 
aids that may be conferred under the Jones merchant marine 
act private owners and operators may be induced to take over 
the fit ships and guarantee to operate them in trade routes ap- 
proved by the board. 

The current price of world tonnage will be used as a basis 
for the board’s considerations relative to the price per ton for 
which the vessels will be sold, officials said, but it is regarded 
as likely that vessels will be sold for less than the world price. 
It is believed that the board may decide that the world tonnage 
price may be cut in exchange for guarantee from the ship pur- 
chaser that he will operate the vessel in a trade route approved 
by the board. 

Mr. Lissner was asked whether the board’s plan would be 
“novel and startling.” He replied that depended on the view- 
point of the person considering the plan. 


. 


INTERCOASTAL SERVICE GROWING 


_ “The increased activity in the movement of cargoes in the 
intercoastal trade is the most marked development in the em- 
ployment of ships under the United States flag, during the past 
year,” says the Bureau of Research of the Shipping Board. 
“The employment of privately owned ships in the trade with 
other countries, where keen competition makes economical op- 
eration imperative and where our ships are handicapped by 
high operating costs, has rapidly decreased; so rapidly, in fact, 
that at the close of the last quarter of 1922 our privately owned 


-cargo tonnage was represented in the foreign trade by only 


119 vessels, of which 61 were engaged in trade with the West 
Indies and Caribbean countries and of the balance engaged in 
overseas trade, 26 were vessels owned by the large industrial 
companies engaged principally in the transport of their own 
products. Thus it will be seen that our privately owned Ameri- 
can vessels on whom the burden of competition with foreign 
carriers falls are represented by a meager total of 32 vessels. 
Other than the vessels of the United States Shipping Board, 
our merchant marine in foreign service does not equal the fleet 
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of one good sized British company.” Continuing, the bureau 
said: 


The vessels under private ownership have practically aban- 
joned the hopeless task of competing with the more cheaply 
operated foreign fleets, and have turned to the protected traffic 
of our coastal waters, where the basis of operation cost is equal, 
and an opportunity is presented of making a profit through in- 
creased efficiency in fair competition. A survey of the intercoastal 
pusiness for the last quarter of 1922, shows how rapidly commerce 
can be developed where American shipping is not throttled by 
the lower operating costs which prevail on the vessels of other 

8. , 
as the last three months of 1922 the total cargoes moving in 
intercoastal trade amounted to 1,227,612 long tons, of which 336,- 
si tons were oil cargoes in tankers. The movement in eastbound 
trafic from the Pacific to the Atlantic and Gulf ports, excluding 
the oil cargoes, amounted to 479,144 long tons, while the west- 
hound movement from the Atlantic and Gulf to Pacific ports 
amounted to 411,777 long tons. s 

The rapid increase in the movement of oil cargoes from the 
West Coast to the Atlantic is worthy of special comment at this 
time. The mounting output of the California oil fields guarantees 
us against curtailment of supply in case any large percentage of 
productive wells in the Mexican fields should run to salt water. 
The total oil movement by ship from the West Coast amounted 
in the last quarter of 1922 to 335,191 long tons or about 2,300,000 
parrels, an increase over the previous three months of approxi- 
mately 1,900,000 barrels. ‘ : 

For the same quarter, our imports of oil from Mexico amounted 
to 4,102,000 long tons, or approximately 28,090,000 barrels, a de- 
crease from the figures for the corresponding period of 1921 of 
1,368,000 long tons or about 9,425,000 barrels. This decrease has 
practically been absorbed by the development of the California 
fields and a decided increase in the movement of tankers in inter- 
coastal trade is noted. ; ‘ 

The general growth of the intercoastal business has greatly 
increased the number of vessels employed, and new companies 
have entered the field with large, well-equipped vessels. There 
were 143 vessels of 1,356,584 deadweight tons employed during the 
last three months of 1922, as compared to 93 vessels of 912,570 
deadweight tons employed during the previous quarter. The 
total sailings from Atlantic to Pacific ports during the quarter 
comprised 107 vessels of 1,047,743 deadweight tons, while from 
the Pacific to the Atlantic 109 vessels of 1,036,744 tons deadweight 
departed, making a total number of sailings in the three months 
business of 216 vessels and 2,084,487 tons deadweight. d 

The long tons of cargoes loaded and discharged at the prin- 
cipal ports on the Atlantic, Gulf and Pacific coasts during the 
last quarter of 1922 are shown in the following table: 


Cargoes Cargoes Total inter- 
Port loaded discharged coastal Rank 
Long tons Long tons *, A 

SS eee ere 133,154 511,149 644,303 1 
aE» « *355,448 162,754 518,202 2 
ROD. von coh 2d a srerras 4175,020 £156,343 331,363 3 
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re re ee: 79,028 45,891 124,919 5 
FB SEE 2 See: Gene ey ie re 68,190 46,601 114,791 6 
en” COO ioe cay acacees 35,360 40,619 75,979 7 
RRR let AERC gered te ate 28,232 43,563 71,795 8 
PPIOAMS “Soe vidigde ws ols SUL 29,764 17,277 47,041 9 
SED > 0. sjaseibte see washes Tut 36,848 4,332 41,180 10 
SEL: is «wi orais rlehaaeeiate & 3 alae ai 38,732 17 38,749 11 
MEE. aan cle avohop ne alee e vial wre Seas 32,500 32,500 12 
SEES 3s 0:e he Ma eee ee Thelema 22,025 118 22,143 13 
eae Aten Se er 6,063 13,296 19,359 14 
ER ee 9,434 7,781 17,215 15 


*Includes 310,308 tons of oil in tankers (10,000 tons to Balti- 
more, 32,500 tons to Chester, 206,800 tons to New York, and 61,080 
tons to Philadelphia). . 

jIncludes 24,811 tons of oil in tankers (13,844 tons to New 
York and 10,967 tons to Philadelphia). ' 

tIncludes 1,500 tons of oil from Philadelphia. 

., New York is, of course, the principal port of discharge in the 
intercoastal trade as in the foreign trade; while the heavy petro- 
leum shipments from the Pacific, which originate principally at 
Los Angeles, make this port the most important in intercoastal 
business on the Pacific. 

The rapid development -of the California oil fields is indicated 
by a statement of J. N. Pew, Jr., of the Sun Oil Company: “The 

alifornia production today is approximately 600,000 barrels a 
day, with about 200,000 barrels a day shut in. This production 
Is growing and it is fair to assume that before the end of the 
current year will be 1,000,000 barrels per day, and the indications 
all peint to this being maintained for a_ considerable period.” 
When it is considered that the present production of M2xican oil 
is about 10,000,000 barrels per month, it can be realized how great 
ek possibilities when the California development reaches 

eak, 

_ The combined intercoastal and foreign trade of the four prin- 
py leg of the Pacific Coast for the last quarter of 1922 are 
ollows: 


Intercoastal 


Foreign 
Outbound Inbound Outbound Inbound 
- Long tons Long tons 
San Francisco ........... 175,020 156,343 502,404 250,461 
MBEMCIOS * «65 st oe 355,448 162,754 181,842 70,121 
Fortland Py, ees ee oy 35,360 40,619 298,917 15,132 
I o.oo «. scasoraea eae 68,190 46,601 141,685 83,722 
Total Total 
Outbound Inbound Long haul 
Sa: . Long tons cargo 
ee Meancisco: .63icss se lds t kn cone 677,424 406,804 1,084,228 
P MEOIOS, occa icemacehim cdots 537,290 232,875 ° 770,165 
gortland piv. « 9:0) s:m hate ameaeanmnaitne) aceiate 334,277 55,751 390,028 
+ <p RRS CR fe oats ee 209,875 130,323 340,198 


56 Los Angeles takes the lead in the intercoastal trade, loading 
a cent of the total of outbound cargves for the four ports 
int receiving 40 per cent of the inbound cargoes. Of the combined 
p ncoastal trade at the four ports, Los Angeles handled almost 
pF sa cent. In the foreign trade San Francisco leads with 45 
poe cent of the outbound and receives 59 per cent of the inbound 
Padae In combined intercoastal and foreign trade at the four 
ree od Ports, San Francisco loaded 38 per cent of the outgoing, 
pe ved 49 per cent of the inbound cargoes and handled 42 pér 
blac of the total long haul cargoes. Los Angeles occupied second 
: e _ 30 per cent of the outbound, 28 per cent of the inbound 
“lone hee Cent of the total long haul traffic. (The expression 

& haul” is used to denote other than the cargoes handled in 
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the purely Pacific coastwise trade, on which the Shipping Board 
does not obtain data.) Were those figures available, the impor- 
tance of Los Angeles would be still further emphasized, owing to 


the very heavy lumber shipments from the Northwest to Los 
Angeles. 


The principal intercoastal cargoes carried in eastbound traffic 
are lumber, petroleum, wheat, canned goods and fruits. The 
westbound cargoes are of a more miscellaneous nature with the 
heavy cargoes consisting of heavy hardware, steel and wrought 
pipe. The most notable features of the dry cargoes from the 
Pacific ports are the increasing quantities of apples and citrus 
fruits and the transshipment of commodities received from the 
Far East by water to their eastern destination. The advantage of 
an all water haul to the eastern seaboard is being appreciated 
more fully by the fruit growers’ associations on the coast. With 
adequate shipping to handle the business many thousands of dol- 
lars will be saved which heretofore have been lost through car 
shortage and congestion on the railroads. 

The character of the vessels employed in this service, com- 
bined with the regularity of their services and the minimized 
voyage risks, make this transportation route a solution to part, 
at least, of our transcontinental traffic problems. 


WOULD SCRAP USELESS VESSELS 


The Trafic World New York Bureau 


As a step necessary for the promotion of American shipping 
interests and preliminary to a world revival in ocean transpor- 
tation, the American Merchant Marine Joint Committee, com- 
posed of shipowners, builders, and operators, has adopted a reso- 
lution urging the Shipping Board to scrap all vessels that can- 
not be used to advantage under normal conditions. While the 
committee did not specify how many vessels should be scrapped, 
it said the government should cull out those which, because of 
defective machinery, or hull design, or for other reasons, are 
unfit for ordinary commercial competition. Other steamers, it 
was said, should be kept for active use and eventual sale. 

The Shipping Board owns approximately 1400 steel vessels 
of 10,000,000 deadweight tons. Chairman Lasker has stated 
on several occasions that one-third of these are good ships, one 
third fair, and the remaining third useless. His statement is 
closely in line with opinion among steamship men, who believe 
that at least one-half of the government fleet will never again 
be operated. If the plan put forward by the joint committee 
were followed by the Shipping Board it would mean the scrap- 
ping of perhaps 700 vessels of 5,000,000 deadweight tons. In 
the opinion of shipping men this would go far toward stabiliz- 
ing ocean transportation. 

Another factor advanced by the steamship officials was that 
the fleets of all nations are cumbered with old and unserviceable 
ships which must be cleared away before a revival in the in- 
dustry can set in. It is argued that the Shipping Board should 
take the initiative in this plan. 

R. H. M. Robinson, president of the United American Lines, 
presided at the meeting of the American Merchant Marine Joint 
Committee, which was held at the offices of the American Steam- 
ship Owners’ Association. The conference was attended by 
officials of the principal steamship lines, ship repair and build- 
ing plants, and operators of government vessels, representing 


the greater part of the American marine indutry. The resolu- 
tion reads as follows: 


Resolved, By the American Merchant Marine Joint Committee, 
that as a first essential — toward a stabilizing of general shipping 
conditions, we recommend that the United States Shipping Board cull 
out of the government-owned fleet all steel steamships unfit for normal 
commercial competition, by reason of defective machinery or hull de- 
sign, and proceed to scrap such unfit ships as rapidly as possible, 
reserving, however, for active use and eventual sale all good ships 
capable of advantageous employment. 

Resolved, That as the registries of all maritime nations are now 
cumbered with a considerable tonnage of ships that, because of age 
or character, are incapable of really efficient and economical service, 
it is fitting that the United Staes should take the initiative in eliminat- 


ing tonnage of this kind, in order to hasten a revival of shipbuildi 
and of navigation throughout the world. . ” - 





ANSWERS ASHURST QUERIES 


The Trafic World Washington Bureau 

The Commission has sent to the Senate, in answer to res- 
olution No. 457, offered by Senator Ashurst, data concerning 
the administration of paragraphs 9, 10 and 11. of the fifth sec- 
tion relating to the operation and control by railroads of com- 


mon carriers by water. Senator Ashurst asked the following 
questions: 


(a) To what extent, if any, extensions of time beyond July 1, 
1914, rail carriers have been permitted to control and operate 
water carriers. 

(b) To what carriers extensions have been granted and the 
effect of such grants have had upon the rates of competing water 
carriers or competing rail carriers, or both. 

(c) What exemptions, if any, have been granted, under Sec- 
tion 4 of the act, to carriers jointly operating rail and water 
lines jointly owned and controlled. 

(d) What interpretations the Commission has placed on the 
aforesaid paragraphs of Section 5 with respect to permanent or 
continuous extensions beyond the statutory period July 1, 1914, 


The Commission said the extent to which rail carriers had 
been permitted to control and operate water carriers beyond 
July 1, 1914, was indicated by the reports summarized and 
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listed Appendix A, each of which has been summarized and 
published in The Traffic World. 

The cases under section 5, the Commission said, that had 
come before it, fell into three classes with respect to the con- 
clusions reached, as follows: ° 


(1) Extension of time was granted in those cases in which 


the Commission found that the existing specified service by 
‘water other than through the Panama Canal was being operated 
in the interest of the public and was of advantage to the con- 
venience and commerce of the people, and that such extension 
would neither exclude, prevent, nor reduce competition on the 
route by water under,.consideration as contemplated by Para- 
graphs 9, 10 and 11 of Section 5. 

(2) Extension of time was denied in those cases in which 
the Commission found that the existing specified service by water 
other than through the Panama Canal was not being operated in 
the interest of the public and was not of advantage to the con- 
venience and commerce of the people, and that such extension 
would exclude, prevent or reduce competition on the route by 
water under consideration. 


(3) Those cases in which it was found that no competition 
or possibility of competition existed were dismissed as not falling 
within the provisions of the statute. (The carriers to which 
extension of time have been granted were indicated in the cita- 
tions in Appendix A.) The effect such grants have, had upon 
rates of competing water carriers or ,competing rail carriers, or 
both, cannot be reported with certainty from data in the Com- 
mission’s possession. The port to port rates of competing water 
carriers are not required to be on file with this Commission. A 
study of the tariffs of competing water carriers or competing 
rail carriers would not alone suffice to disclose the influences that 
led to their establishment or to increases or reductions therein. 
Negatively it may be stated that our attention has not been 
called, by complaint or petition, to adverse rate situations attrib- 
uted to the extensions of time granted to certain rail carriers to 
operate common carriers by water under Section 5 of the inter- 
state commerce act. 


An instance of competing carriers by water where one of 
said carriers is operated by a railroad is found in. the Morgan 
Line, owned by the Southern Pacific, and which plies between 
Galveston and New York, and the Mallory Steamship Company, 
operating between the same two points. The rates of the latter, 
as we understand, have uniformly been substantially the same 
as those of the Morgan Line. If we had denied permission to the 
Southern Pacific to operate the Morgan Line, it is not conclusive 
that the rates in connection with the Morgan Line would have 
been the same as they have since been; but it appears probable 
that if the Morgan Line had changed its rates in consequence of 
a denial of the grant, the Malldry Lines rates would have been 
correspondingly altered. 


It is proper to state, in this connection, that on April 20, 
1918, at the request of the United States Railroad Administration, 
this Commission issued Fifteenth Section Order No. 600, author- 
izing carriers, without formal hearing, to file schedules increas- 
ing joint rail-and-water, water-and-rail, rail-water-and-rail rates, 
and all-water rates for the transportation of freight to a level not 
higher than the existing all-rail rates between the same points, 
said rates to include marine insurance. In consequence of this 
permission, certain water carriers owned and controlled by rail 
carriers, as well as the independent water carriers, increased their 
rates between certain territories to the basis of the all-rail rates. 
There were certain exceptions, as in the cases of the Morgan Line 
and the Mallory Line between Galveston and New York. Many 
of the rates in connection with water lines are still on the basis 
of the all-rail rates, while in other cases they have been reduced. 

The extent to which carriers jointly operating rail and water 
lines, jointly owned and controlled, have been permitted to depart 
from the long-and-short-haul provisions of Section 4, is indicated 
by the citations in Appendix B (consisting of cases which have 
been abstracted in The Traffic World). No authority to depart 
from the aggregate of the intermediates provision of Section 4 
has been granted to carriers jointly operating rail-and-water 
lines jointly owned and controlled. 

The Commission has never extended in perpetuity the time 
during which such service by water may continue to be operated 
beyond July 1, 1914. In the cases where extension of time has 
been granted the order has always been subject to the further 
order or orders of the Commission, but extensions have not been 
granted for any definite periods of time. 


EXPORT BILL OF LADING 
The Trafic World Washington Bureau 


A hearing in the nature of a conference was held before 
Examiner Hoy, March 5, on the application of the Southern Uni- 
form Bill of Lading Committee, representing the steamships and 
the railroads in Southern Classification territory, for a modifi- 
cation of the Commission’s order in No. 4844 so as to permit the 
carriers to provide, in their through export bills of lading cover- 
ing shipments of cotton, for what is called the “Bill of Lading 
Signature Certificate” in accordance with the “Liverpool Cotton 
Bills of Lading Conference Committee (1907) and the American 
Bankers Association” and the inclusion of a form for showing 
that the shipper intends to prepay the charges as soon as he has 
been advised as to what the steamship company holds the 
charges for its services on that particular shipment are going 
to be. Hearing was also had at the same time on the applica- 
tion of Texas railroads and cotton exporters, using the through 
bill, for permission to use bills of lading printed on both sides, 
if they desire, as well as bills printed on only one side. 

E. H. Dulaney, chairman of the Southern committee, when 
the application of the Texans came up for consideration, said 
the southeastern lines were opposed to any change that would 
require them to scrap their bills printed in strict conformity 
with the Commission’s order, on only one side of the paper. R. 
C. Fulbright said the Texans were not asking for anything other 
than an order making it optional with the carrier and shipper 
whether they used the long or short form, as the two kinds of 
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forms were called. With that declaration Mr. Dulaney sgaiq 
he was satisfied. Chairman Fyfe of the Western Classification 
Committee asked Mr. Fulbright, who was both lawyer and 
witness, whether he was not one of those who had cried for a 
form upon which all the printing was on the face of the bill. 

“Yes, but we have found out something since then and I 
apologize for crying,” said Mr. Fulbright. 


Walter Berry, for the United States Shipping Board, ques. 
tioned whether the language to be used in the bills showing 
the intention of the shipper to prepay the charges of the rai] 
and ocean carrier was clear because it was not definitely shown 
in the proposed phrase “To be prepaid” whether the charges to 
be prepaid were the through charges or what not. 

The railroad men, especially J. A. Bywater, foreign freight 
agent for the Louisville & Nashville, interpreted the words to 
mean that the shipper desired to prepay the charges of the inland 
and ocean carrier that were called for in the bill of lading it. 
self. Mr. Berry called attention to the fact that there was no 
agreement among-the men around the table and said that seemed 
to him a reason for clarification. 


Witnesses for the changes in the cotton bills were C. §. 
Haight, Chairman Dulaney, and Mr. Fulbright, with Chairman 
Collyer of the Official Classification Committee and Chairman 
Fyfe of the Western, asking questions to bring out the points 
the Southern Commitiee was making or which they thought it 
should make. 


NO CHARTERS OF TANKERS 


The Trafic World Washington Bureau 


President Smull, of the Emergency Fleet Corporation, an- 
nounced March 7 that there would be no further chartering of 
Shipping Board tankers at the present time. The demand for 
tankers was so great, he said, that the rate for carrying oil 
from the Pacific coast to New York had advanced to $1 a barrel. 

Mr. Smull said that, because of the demand for tankers and 
the fact that a number of buyers for such tonnage had ap- 
peared, the board would not charter any more vessels of that 
type, so that it would be free to sell the vessels. 





FORCE OIL TANKER SALES 


The Trafic World New York Bureax 


The action of the Shipping Board in withdrawing its 
tankers from the charter market, after a vessel had been fixed 
in the intercoastal trade at $1 a barrel, is regarded by shipping 
men as a plan to force the sale of the ships. All privately 
owned American tankers are now in operation and, as the 
intercoastal trade is confined to ships of U. S. registry, the 
board now has a monopoly. By refusing to charter tankers 
the board can practically compel shippers to purchase them. 

The Shipping Board has eighty tankers of approximately 
800,000 deadweight tons. Of this number thirty are now in 
service, leaving fifty available for disposition. Negotiations are 


under way for the purchase of twelve, and other inquiries are 
reported. 


One steamship official pointed out that, at the rate of $1 
a barrel, a 10,000-ton tanker will receive about $70,000 for one 
intercoastal voyage. Operating expenses run about $25,000 to 
$30,000 a trip, so that the profit to the board is $40,000 to $45,000, 
or at the rate of more than $200,000 a year. 

The board has had a price of $45 a ton on its tankers, or 
$450,000 eaeh for the 10,000-ton ships. By purchasing the ves- 
sels shippers could write off one-half the cost within a year at 
present charter rates. 

The withdrawal of Shipping Board tankers from the charter 
market was not unexpected. Officials of the board have been 
fully aware of their advantageous position and have decided 
to utilize the present opportunity to liquidate part of the gov- 
ernment fleet on favorable terms, it is understood. 


FAR EAST RATES REDUCED 


The Trafic World New York Bureau 


Revisions in a number of rates from North Atlantic ports 
to the Far East have been made by the steamship conference, 
effective through 1923. Corn starch has been reduced from $15 
to $12 a ton weight, corn oil from $18 to $12 a ton weight, corn 
sugar from $18 to $12 a ton weight, and glucose from $15 to 
$12 a ton weight. Dyewood extracts and coffee were cut from 
$18 to $15 a ton weight. 

At a further meeting of the North Atlantic Far East Con- 
ference of steamship lines, announcement was made that the 
Pacific Westbound Conference had concurred in the establish- 
of new rates on iron and steel from north Atlantic ports. The 
rate on iron and steel is reduced from $10 to $8 a ton, weight 
or measurement, effective until June 30, with the exception 
that the $10 rate will remain on such articles as bolts, nuts, 
screws, nails and similar commodities. 
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RAIL AND SHIP LINES CO-OPERATE 


The Trafic World New York Bureau 


Agreement has been reached by officials of the five steam- 
ship companies operating Shipping Board passenger liners to 
the principal ports 6f the world to link up their services through 
joint rate arrangements with transcontinental railroads. Under 
this plan a traveler can go from practically any large port 
to any other over American passenger lines and American rail- 
roads on one ticket at a rate that will average ten per cent 
less than the cost of separate tickets. 

The meeting, which was held at the offices of the Shipping 
Board, under James W. Boring, advertising director and special 
representative of Vice-President Love, was attended by officials 
of the United States Lines, Munson Line, Admiral-Oriental 
Line, Pacific Mail, and Swayne & Hoyt. 

The purpose of the plan is not only to increase traffic on 
American vessels, but to induce travelers between Europe, 
South America and the Far East to route their trips through 
ithe United States. It is an extension of the plan put into 
effect last year whereby arrangements were made for joint 
tickets between Europe and the Far East by way of United 
States and Canadian transcontinental rail lines. Meetings will 
be held with railway officials in San Francisco and Chicago on 
March 14, at which details of the plan will be completed. 

If the new arrangement is successful it will mean that much 
of the direct travel between Europe and South America will 
be diverted to the United States on one leg of the trip. Simi- 
larly, traffic btween Europe and the Far East, which in the 
past has flowed through the Suez Canal, will be shifted across 
the United States. The theory on which the passenger lines 
are working is that New York, the best advertised city in the 
world, is a drawing card which will attract many travelers who 
will change their journeys when they can do so for approxi- 
mately the same time and expense. 

The conference was attended by W. A. Young, Jr., San 
Francisco, Pacific Mail; T. J. Kehoe, New York, Admiral- 
Oriental; D. J. Hanscom, Seattle, Admiral-Oriental; A. G. Hen- 
derson, Chicago, Admiral-Oriental; B. W. Guysi, San Francisco, 
Swayne & Holt; F. M. Wolf, New York, Munson Line; Louis F. 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c; 10 words 
to the line; numbers and abbreviations counted as words; 6 point type; 
payable in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. The TRAFFIC 
WORLD, 418 South Market Street, Chicago, Il. 











POSITION WANTED—Auditor; now examiner with I. C. C., 
traffic man, college education; has advanced rapidly by constant 
traffic study and successful results during fourteen years of inter- 
line, disbursement and general baiance sheet accounting. Executive 
experience. References. Address Retlaw, Traffic World, Chicago. 


POSITION WANTED—As Traffic Manager or Assistant Traffic 
Manager, any industry. Have had fifteen years’ practical experience 
with Railroad, Express and Steamship companies. Am also a graduate 

raffic Manager. Address R. E. A. 515, Traffic World, Chicago. 


POSITION WANTED—Rate Expert at present in charge Traffic 
Department Western Railroad Commission desires position Com- 
mercial or Railroad. Thorough knowledge all phases transportation, 
formal procedure, etc.; backed by twenty years’ actual railroad op- 


Gating and traffic experience. Address U. R. N. 519, Traffic World, 
ago. 


SSS 

WANTED—Traffic expert to fill position of Commissioner for 
adequately financed civic Traffic Commission recently created by 
the municipality of a hustling Middle Atlantic seaport city. This 
is an opportunity for man of broad experience to gain a national 
reputation by the demonstration of unusual ability. Must have 
initiative, energy and an intimate knowledge of state and interstate 
commerce procedure. Such a man will be provided with a strong 
working organization and will have the backing of civic government 
and the commercial interests of entire community. Only a big man 
With large vision will qualify. State qualifications fully in first letter. 


All applications will be privately considered. Addre Oo 
c/o Traffic World, Chitcaco, il. patie Site, 


eee 
a POSITION WANTED—As Traffic Manager or assistant, with in- 
aerial railroad or steamship company; twelve years’ railroad ex- 
per ence. Familiar import, export, port facilities. Age thirty. Phila- 
D phia or eastern territory preferred, but not essential. Address W. 
. B., 6325 Ross St., Germantown, Philadelphia, Pa. 


‘ POSITION WANTED—Traffic man 25, well educated, desires con- 
ection in Official Classification Térritory, take charge or assist; eight 
ara with large eastern railroad. Experienced in rates, classification, 

ms, bookkeeping. Address E. I. S. 511, Traffic World, Chicago. 


a ecnpere  EE SS TOE D AER SLaaT  R  ECre 
now OSI TION WANTED—Short line Auditor and Traffic Manager, 
reco {mbloyea, desires position with substantial corporation. Good 

rd and references. Address E. A. V. 513, Traffic World, Chicago. 


POSITION WANTED—Traffic and ex 
i port man, age 28, wide and 
Varied experience all hases domestic and foreign transportation, 


orough knowl 
ent Seleremenn te traffic problems, customs and claim work. Excel- 


Initial sala % 
» Traffic World, Chicase. ry about $175 per month. Address E. R. 
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Klein, New York, Shipping Board; E. E. McNary, New York, 
U. S. Lines. 


On the North Atlantic and Pacific foreign steamship lines 
will have the same advantage of joint through rates as the 
American companies. The tickets will be so arranged that 
travelers can cross the United States by any railroads and will 
have the privilege of nine months’ stopovers. Routes which 
were worked out at the conference included the following: 


Between Europe and the Orient by U. S. Lines and Pacific 
Mail at San Francisco or Admiral-Oriental at Seattle. 

Between Europe and the Orient by any North Atlantic line 
and the Pacific Mail or Admiral Oriental. 

Between East Coast of South America and Europe by Mun- 
son Line to New York and U. S. Lines to Europe. 

Between East Coast of South America and the Orient by New 
York and the Pacific Mail or Admiral Oriental. 

Between East Coast of South America and Orient by the 
Pacific-Argentine-Brazil Line, Pacific Mail or Admiral Oriental. 

Between West Coast of South America and the Orient by 
Grace Line. Pacific Mail or Pacific-Argentine-Brazil Line to San 
Francisco or Seattle. 

An all-America tour from New York to East Coast of South 
America by Munson Line, Trans-Andean railroad and Grace Line 
to Panama Canal; and returning by San Francisco or Seattle. 


Reduce Damage Claims 


by nailing your boxes and crates right. Use nails of the 
right size, to suit the kind and thickness of wood 


. Our pamphlet on nailing tells you how. It is free. 
Write for it. 


National Association of Box Manufacturers 
1553 Conway Building, Chicago 


SAVANNAH, GEORGIA 


Storage—Pool Cars Our Specialty 


H. H. BRADLEY & CO. 


Personal Service Quiek Despatch 


WACO, TEXAS | THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


MODERN FACILITIES FOR 
DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


Break-Bulk at Cincinnati 


USE US TO: Forward Break-Bulk Shipments; Make 
Local Distribution; Collect Drafts; Handle Pool Cars; 
Advance on Warehouse Receipts. 


We're up on our toes for service. 


THE BRIGHTON TRANSFER CO. 
FIREPROOF STORAGE CINCINNATI, OHIO 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


Merchandise Storage and Pool Car 
Chicage’s and Kansas City’s ~ Distribution 
CROOKS TERMINAL WAREHOUSES 


1,000 CAR LOAD 
CAPACITY 


CHICAGO, ILL. KANSAS CITY, MO. 
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OCEAN FREIGHT RATES ADVANCE 


The Trafic World New York Bureau 


The ship charier market in the last week has shown a 
stronger tone than at any other time since the first of the year. 
Owners are now holding their vessels in anticipation of further 
advances, rather than taking the first available offers. Im- 
provement was noted in both coal and grain shipments. An 
unusual development of the week was the arrival of ships with 
coal from Great Britain to the United States, while vessels 
were being hurried from American ports with coal to the Con- 
tinent, only an overnight run from Britain. 

It is yet too early to say that the stiffening of rates is 
permanent, but shipowners are hopeful that this will continue, 
following months of ‘depression in which boats were either 
tied up or were receiving barely enough to keep them in opera- 
tion. 

One cause of the improvement is the fact. that the move- 
ment of British coal to this country has now practically come 
to an end, so that the space available for eastbound shipments 
is not so large. The French occupation of the Ruhr coal fields 
has forced Germany and Italy to enter the American market, 
with the result that numerous inquiries are now being received 
and a large number of orders placed. About a dozen steamers 
have been chartered to date for this movement, half of which 
are to go to the Hamburg-Rotterdam Range and the remainder 
to Italy. Rates to the Continent ranged between $2.25 and 
$2.75 a ton on the Welsh charter basis. Italian fixtures started 
at $3.15 and worked up to $3.25 a ton. More trade is in sight. 

While only four steamers were chartered for grain ship- 
ments, rates were firmer and all fixtures showed an advance 
over previous levels. Rates to the Continent approximated 12 
cents a hundred pounds and to Italy 16144 cents, an increase 
of about 1% cents over previous quotations. In the event of a 
renewed demand for grain boats, shippers will be compelled to 
pay more for space. 

The sugar market was quiet, with three vessels fixed at 
19s. 6d. a ton for loading in March at Cuba for the United King- 
dom, but if the pressure from coal continues it is expected that 
the rates on sugar will participate in the advance. 

The oil tanker market continued strong, with constantly 
increasing rates, due to the demand for ships for the intercoastal 
movement of oil from the Pacific to the Atlantic. Rates ranged 


from 85 cents to $1, compared with less than 70 cents several 
months ago. 


END COLOMBIAN RATE WAR 


The Trafic World New York Bureau 


The rate war which has been in progress for more than a 
year in the Colombian trade has been brought to an end through 
an agreement between the United Fruit Company and the 
Shipping Board Clyde Line for a restoration of the conference 
and an increase in rates. Notice was sent to shippers by these 
companies that on April 15 the new tariff will go into effect. 
Rates will average about $10 a ton, which is double the level 
prevailing since the break, but about two-thirds of those quoted 
before the collapse of the conference. 

While full details of the agreement have not been made 
public, it is understood that the Clyde Line will purchase from 
the Shipping Board five of the eight vessels which it is now 
operating in the Colombian trade. Negotiations are said to be 
near completion and will be concluded after the board has an- 
nounced its new policy. The United Fruit Company will con- 
tinue to operate four American-flag ships on the route. 

Before agreeing to re-establishment of conference rates, the 
United Fruit Company insisted that the Shipping Board with- 
draw from operation and either abandon the route or sell its 
ships to a private corporation. The company resigned from 
the conference last year and reduced rates as a protest against 
government competition with private American vessels. 

The Colombian rate war was one of the most serious that 
developed in the period of depression in ocean transportation 
following the war. Rates dropped from $15 and $16 a ton to 
$4 and $5 a ton. The Caribbean Steamship Company was forced 
into bankruptcy. The Oriental Navigation Company was com- 
pelled to withdraw its ships on that run and charter them to 
other concerns in different trade routes. The rate decrease 
also had a depressing effect on transshipment from other ports. 


GREEN STAR LINE REORGANIZED 


The Trafic World New York Bureau 


The reorganization of the Green Star Line, under nego- 
tiation for several months, has been accomplished through the 
formation of a new concern, the Planet Steamship Corporation, 
which is buying in the vessels formerly owned by the bankrupt 
company now being offered at United States marshal’s sales. 

R. C. Adams, receiver for the Green Star Line, announced 
that the reorganization was complete and that full details 
would be made public shortly. The Planet Steamship Corpo- 
ration was recently formed under the laws of Maine. 
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“Arrangements are being made for the operation of the 
ships,” said Mr. Adams, “under an agreement by the terms 
of which the new company will receive a fixed rental for the 
ships with additional compensation. a 

“Under the reorganization plan announced some months 
since, the old bondholders of the Green Star Steamship Corpo- 
ration will receive common stock of the new company, the 
necessary capital for the reorganization being provided through 
the issue of new six per cent income bonds, the purchase of 
which has been underwritten.” 

Mr. Adams was reluctant to discuss the plans for the 
Planet Line, but admitted that several of the vessels would 
probably go into the intercoastal service. He withheld also 
the names of the officers of the company, saying that they 
would be announced later. 

The Green Siar Line purchased nine vessels from the Ship- 
ping Board on which mortgages were foreclosed later when the 
company went into the hands of a receiver. Four of these 
were bought in recently at the U. S. marshal’s sale at Balti- 
more. Representatives of the Green Star paid $270,000 for the 
Santa Cecilia, $75,000 for the Chincha, $65,000 for the Centaurus 
and $45,000 for the Corvus. The remaining ship, the Tide- 
water, was sold to the Pocahontas Coal Company for $250,000. 
Three more of the vessels will be sold on March 16, when the 
new company will appear as a bidder. 


SHIPPING BOARD LOSSES 


Chairman Lasker of the Shipping Board has made public 
the financial results from the operation of vessels for the months 
of November and December, 1922, and January, 1923, in the fol- 
lowing statement: 


The Shipping Board continues to cover all trading routes, so that 
— shippers can ship in American vessels to any port in the 
world. 

The total loss incurred as a result of excess expense over income 
from vessel operations (including overhead, repairs, insurance and 
lay-up expenses) was $3,457,621.86 for November, as compared to a 
loss of $3,420,372.03 for October. The December loss was $4,329,806.84; 
and the loss in January amounted to $4,942,337.24. The. total voyages 
completed in October were 177 as compared with 158 in November, 176 
in December and 179 in January. 

Charter hire receipts were $26,319.38 for October, $19,428.50 for 
November, $19,111.86 for December and $26,779.14 for January. 

Included in the operating losses are the outlay for repairs, which 
in November amounted to $1,207,744.51 as compared with $983,630.98 for 
October. In December repairs amounted to $1,416,271.46, and in Janu- 
ary to $1,846,307.85. The increase in January over December is caused 
principally by extensive repairs on passenger vessels and also vessels 
in the laid-up fleet. 

Insurance premiums for November amounted to $561,590.14 as 
against $565,842.24 for October. In December the same item amounted 
to $726,746.56 and in January $728,521.86. 

Administrative expenses amounted to $739,186.87 in October, $778,- 
070.46 in November, $794,569.35 in December and $836,204.43 in January. 

Not included in the operating losses are the lay-up expenses which 
amounted to $506,760.07 for October, $324,873.13 for November, $549,- 
575.53 for December and $584,444.01 for January. 

Expenses not applicable to operations in November amounted to 
$426,802.36 as against $540,360.28 for October. In December these ex- 
penses were $433,225.12, compared with $274,495.01 for January. 

In making public this report Chairman Lasker stated that the 
present cost of operations is now high (but has constantly declined 
since the present administration has taken hold), on account of this 
being the dull season of the year for ship operations, when passenger 
earnings are at a low level, in addition to the fact that extensive re- 
pairs have been necessary as a result of the unusually severe storms 
prevailing during the fall and winter. ; 

Chairman Lasker in making public the above statement again 
emphasized that in its accounting the Board does not figure capital 
charges and several forms of insurance which the Board carries itself. 
The Chairman strongly feels that failure to include the proper pro- 
portion of capital charges in monthly cost statements prevents giv- 
ing a true picture of the results such as all commercial statements 
should reflect; these omissions, however, are in line with established 
government practice which the Board is powerless to correct. 


PORT DEVELOPMENT IN JAPAN 


A harbor and port construction program calling for an ap- 
propriation of yen 57,050,000 ($27,945,975), under the terms of 
which most of the more important ports of Japan will be im- 
proved, is to be introduced into the present session of the Diet. 
The principal ports that will benefit by the bill if it is approved 
are Yokohama, Kobe, Nagasaki, Moji, Tsuruga and Shimonoseki. 
Under the terms of the bill as originally written the port of 
Kobe will receive the greatest part of the appropriation and it 
is reported that approximately yen 29,850,000 ($14,489,975) will 
be allotted for improvement at this port. The proposed outlay 
for the other ports are: Yokohama, yen 13,450,000 ($6,145,775); 
Moji, yen 5,250,000 ($2,569,875); Tsuruga, yen 4,000,000 ($1,958, 
000) ; Nagasaki, yen 2,400,000 ($1,174,800), according to a report 
to the Commerce Department from Consul M. D. Kirjassoff, 
Yokohama. 


SHIP SALES 


The Shipping Board has announced the sale of three ves 
sels to the Sun Shipbuilding Company of Chester, Pa., the pur- 
chaser being obligated to install Diesel machinery in place of 
the present installations. The vessels are the steel tankers 
Bidwell and Miller County, each of 10,254 d. w. t., and the steel 
cargo vessel Challenger of 11,850 d. w. t. 








tlay 


soff, 


ves- 
pur- 
le of 
Kers 
steel 


March 10, 1923 


Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 


and can assure prompt and efficient 
service throughout. 





HAL L. BRENNAN S. E. LEONARD 
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THE PORT 





OF HOUSTON 





Houston’s construction program for 1923. 


The following projects are under construction or 
authorized to be started this year. Look this over and 
see how Houston is growing: 


Government Expenditures on Ship Channel... .$1,800,000 


Navigation District Terminal Facilities........ 4,000,000 
Anderson-Clayton Co. (Shipside Cotton Plant).. 1,000,000 
Houston Lighting & Power Co................ 3,000,000 


ROO RRR EOP ECE EA ee See ee 


Sinclair Oil & Refining Co 
Galena-Signal Oil Co. 


Cocos eee eeer eee eee eeeeeer ee ef ee eee 


Erumible Oil Bi PeCMean 156 soi io o.5- 50:4 .c:0 000000 060% 8,000,000 
First National Bank Building................. 1,000,000 
Cotton Exchange Building.................... 1,100,000 
ee SN iics cic Ses ec Cee e sees be seves 1,000,000 
CE IE. 5c nc cc ccc teccscceeeice 200,000 
PEE ISS oe os Diao Gm Shia Mig beats ois cies 6's 200,000 
New Public Library and two branches.......... 300,000 
SirGel TIRMVOWEERONES: 64655 Geis ete es 500,000 
Rice Institute Chemical Laboratory............ 1,000,000 
State National Bank Building................. 500,000 
Methodist Hospital ........ Penden igeyeeaeas 500,000 
IN INE Rha. wa erected ev evi town. n 4 4-4. evperniie 500,000 
Southwestern Telephone Co................0055 500,000 
Keystone Building Corporation................ 800,000 


Do you want to do business in a growing City? 


If so, establish your industrial plant here where seven- 
teen railroads meet the sea, and transportation is never 
hindered by ice and snow. 


Ask for particulars. 


DIRECTOR OF THE PORT 


Court House Houston, Texas 


STE ET EE I IE DIS LIES TLL ESSE SILESIAN, 








548 


START MEXICAN RAIL LINE 


The Trafic World New York Bureau 


Julius Kruttschnitt, chairman of the board of the Southern 
Pacific, upon his arrival in New York from a six weeks’ trip 
over the lines of the company, announced the start of construc- 
tion on the railroad link that will connect the manufacturing 
region of Mexico with its agricultural and mining resources. 
Mr. Kruttschnitt spoke of the new enterprise as “an epochal 
event in the relations between this country and its southern 
neighbors.” 

The new project is 100 miles long and will, when completed, 
connect Tepic, Mexico, with La Quemada, thus opening the way 
for trains of the Southern Pacific Railroad Company of Mexico 
to run from the northern boundary through to the City of Mexico. 

Details of the new construction, which will cost between 
$8,000,000 and $10,000,000, and will require three years to finish, 
were divulged by Mr. Kruttschnitt. The closing of this gap in 
the line was halted eleven years ago by a revolution and in the 
interval the charter under which it was begun expired. An ex- 
tension of time has now been granted by the Mexican govern- 
ment, the principal limitation being that the task must be finished 
within three years. Commenting on the negotiations, Mr. Krutt- 
schnitt said: 


Officials of the Mexican government met us in the fairest and most 
statesmanlike spirit and with their assistance we expect to complete 
this important work within three years. Mexico is today a land of 
peace, and big strides have been made in the direction of prosperity. 
In fact, I think I never saw Mexico looking more nearly at her best 
than I did on my trip over our lines which I completed recently. The 
people are apparently contented and employment has been thrown 
open to many thousands. Along the west coast great irrigation 
projects are under way and one of these projects in Sinaloa, will 
open up a territory with the richness of the Imperial Valley of Cali- 


fornia. 
BRITISH SHIPBUILDING IN 1922 


British ship production in 1922 represented a shrinkage of 
50 per cent since 1920, and made the poorest record for more 
than 30 years, says Commercial Attache W. S. Tower in a report 
to the Department of Commerce. The British merchant fleet is 
now only slightly larger than it was in 1914. About 98 per cent 
of the increase in world tonnage since 1914 has been under flags 
other than British, and from controlling close to 45 per cent of 
world merchant steam tonnage the British share has dropped 
to about 33 per cent. 


The course of ocean freight and time charter rates explains 
the reluctance to acquire more tonnage. The average ocean 
freight rate for 1922 declined 20 per cent from the average for 
1921, and the average of time charters showed a decline. 

Prices for 7,000 to 9,000 ton ships, according to recent con- 
tracts are said to range from £810s to £910s per deadweight 
ton, a drop of at least £2 per ton since July, £4 per ton since 
Januray, and close to £10 per ton in the last 18 months. The 
reduction has been made possible largely by drastic wage cuts 
and by lower prices for materials. 


Vessels entering British ports with cargo during 1922 show 
a tonnage increase of 15 to 20 per cent over 1921. For clear- 
ances with cargo the showing is far better, the average monthly 
tonnage in the last quarter of the year being almost 40 per cent 
larger than for the corresponding period of 1921. 

This increase of activity was promptly reflected in a de- 
crease of idle tonnage in British ports. The decrease from 


quarter to quarter since July 25, 1921, is shown in the following 
table: 


Tonnage of Vessels Laid Up in British Ports 


British Flag Foreign Flag Total 

Date No. Net Tons No. Net Tons No. Net Tons 
pS gl Sa s Te 883 1,650,788 140 201,624 1,023 1,852,412 
October 26, 1921 ...... 654 1,158,425 88 137,811 742 1,296,236 
gahuary 1, 19232 ...... 621 1,179,548 91 128,045 712 1,307,593 
ro Be 422 734,240 62 102,379 484 36,6 
; PM: Bae 533 1,025,662 50 86,670 583 1,112,332 
October 1, 19232 ....... 419 752,469 37 72,155 456 824,624 
January 1, 1923°.....°. 371 671,886 40 60,312 411 732,198 


(Preliminary) 


SELLS SEATTLE PLANT 


Commissioner Lissner of the Shipping Board has announced 
that the board has sold to the Port of Seattie Commission, sub- 
ject to the approval of the voters at an election to be held in 
May, the waterfront property known as the Skinner & Eddy 
Plant No. 2. This is a desirable piece of harbor frontage of 
about twenty acres immediately adjacent to the heart of the 
Seattle business district, he said. 

The property was purchased in 1918 by the board from 
the Seattle Construction and Drydock Company in connection 
with the shipbuilding program, but, like many other shipbuild- 
ing plants, for the past several years it has been unused and 
partly dismantled. 

In accordance with its liquidation program the board has 
been endeavoring for some time to dispose of this property. 
Tentative offers have been received from the Port of Seattle 
Commission and from private interests as well. The agree- 
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ment entered into with the Port Commission, the board regarded, 
under all of the circumstances, as the most advantageous 
and desirable from the government’s standpoint. It provides 
for the purchase of the land only, for $600,000, the improve. 
ments, machinery and tools to be retained and disposed of by 
the Shipping Board. As a part of the same transaction the 
Port Commission agrees to erect on the property a suitable 
strueture for a very badly needed immigration station, at a 
cost of $250,000, to be leased to the government at an annual 
rental of 5 per cent on cost, with an option to the government 
to purchase the building at any time within 30 years at actual 
cost less 24% per cent depreciation, and the land occupied by 
the building also at actual cost. 

The board has been glad to co-operate with the Port Com. 
mission in this matter because the board favors the now gen. 
erally accepted policy of keeping desirable harbor front property 
under public control, Mr. Lissner said. 


SHIP LINES SEEK NEW PACT 


The Trafic World New York Bureay 


With the purpose of establishing the East Coast of South 
America Conference on a strong basis, W. J. Love, vice-president 
of the Emergency Fleet Corporation in charge of traffic, is now, 
conducting negotiations with the Lamport & Holt Line to ob- 
tain their adherence to northbound rates. The principal obstacle 
to complete harmony in this trade is the refusal of the Lamport 
& Holt Line to uphold conference tariffs, according to reports 
in shipping circles. 

At a meeting of the East Coast Conference, further con- 
sideration was given to the plan to protect rate agreements by 
requiring each line to post a cash forfeit of about $10,000. One 
official said the outlook was favorable, despite the reluctance of 
the Wilhelmsen Line to take part and the refusal of the Stray 
Line to come in unless a differential is allowed the slow vessels 
under the fast express liners. 

Another meeting of the conference will be held shortly. 


COTTON CARGOES INCREASE 


American-flag vesels carried a higher percentage of the cot- 
ton shipped from Gulf ports in February than ever before, ac- 
cording to an announcement made by W. B. Keene, director of 
traffic of the United States Shipping Board Emergency Fleet 
Corporation. 

Telegraphic reports to Mr. Keene stated that of the total 
of 263,913 bales of cotton leaving the Gulf ports, 165,456 bales, or 
approximately 63 per cent of the entire movement, were carried 
in American bottoms. The proportionate increase in business 
done by American vessels is due to the close adherence by 
American ship operators to their announced schedule of sail- 
ings, Mr. Keene said. 





NO MEETING OF OPERATORS 


W. B. Keene, director of traffic of the Emergency Fleet 
Corporation, announced this week that no meeting of Shipping 
Board operators would be held until after the new policy of 
the board relative to. disposition of the fleet had _ been an- 
nounced. He had planned to call a conference of the operators 
for March 15. 


AID FOR THE ORIENT 


The bill (S.4528) passed by the Senate for relief of the 
Orient provides that the Commission shall have the authority 
to make an additional loan or loans not to exceed $3,000,000 to 
the receiver of the Kansas City, Mexico & Orient Railroad Com- 
pany and to the Kansas City, Mexico & Orient Railway Com- 
pany of Texas. The loan or loans are to be made from the 
revolving fund created by the transportation act. 

Senator Sheppard, of Texas, in explaining to the Senate the 
necessity for passage of the bill, said: 


The passage of this bill is necessary to avert a widespread 
calamity "eo og OR territory of the. southwestern United States. 
The Interstate Commerce Commission and the interstate commerce 
committee, after examining the situation, have found that if this 
road can make further borrowings from the revolving fund created 
by the transportation act of 1920, it can, in all probability, repay the 
moneys already loaned it by the government and the further loans 
also. If this is not done the road will cease to operate. 

On account of the diversion of the business of the road under 
government operation, the road is having difficulty in regaining 
that business, and has gone into the hands of a receiver. It can 
gradually get back that business if it is given these additional loans 
and become a going concern. The Interstate Commerce Committee 
says there is ample security for the loans, and that there can 
no loss to the government, but that unless the privilege of making 
another loan is granted the road will cease to operate. It is a = 
735 miles long serving approximately 500,000 people, with prope y 
values aggregating three or four hundred millions in its tributary 
areas. If the road ceases to operate, it is estimated that the leans 
to the people of the territory will run into a sum of more than . 
hundred million dollars; that these property values will shrink 
that extent. General suffering and ruin will follow. 


The Senate bill failed to pass the House before adjournment 
was taken March 4. 
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ASSIGNED CAR CASE 


The Trafic World Washington Bureau 


The private car received much attention, in the arguments 
on the assigned car rule, from W. S. Bronson, speaking gen- 
erally for the railroads and for the Chesapeake & Ohio in 
particular; J. W. Carmalt, speaking for the owners of private 
cars; and E. 8S. Ballard, speaking for the National Coal Asso- 
ciation, his attention being given to the private car sent to 
a mine for railroad fuel. Mr Carmalt devoted himself to the 
interest of the owner of the private car that was used for sup- 
plying coal for steel companies, public utilities, by-product coke 
plants and other establishments, which, according to Mr. Car- 
malt, must be assured of a steady flow of coal. He also spoke 
of the private car owned by mine operators, used, he said, 
chiefly for supplying fuel for public utilities. 

According to Mr. Carmalt, the owner of a private car is 
losing money every day when there is not a shortage of equip- 
ment. When there is a shortage, he contends, the advantage 
of such an owner is a trade advantage and not one of trans- 
portation. He said that every objection that had been brought 
forward in this hearing was to something other than an ad- 
vantage arising from the distribution of cars. Car distribution, 
he insisted, was the only question properly~ before the Com- 
mission in this case. He pointed out that opponents of the 
private car had objected, at the hearings, to the use of motive 
power, tracks and other facilities, not one of which questions, 
he said, had been raised in connection with the inquiry. Sev- 
eral attorneys sitting at the table hastened to assure him that 
that was an issue in the case. 

“It probably will be when you talk,” said Carmalt, who 
added that the issue as stated by the Commission was not 
whether the fact that there were private cars caused persons 
dependent upon system cars to be deprived of transportation, 
as he said their remarks implied. 

Commissioner Lewis asked Mr Carmalt if it was not one 
of the contentions of the opponents of private cars that assign- 
ment of private cars caused such an absorption of motive power 
as to deprive others of an opportunity to have cars of coal 
loaded by them, moved to destination. Mr. Lewis said that 
that was one of the common allegations in the part of the coun- 
try with which he was familiar. Mr. Carmalt said that two 
allegations were made during the course of the hearing that 
faulty distribution of cars, as between two divisions of the 
Pennsylvania was due to the absorption of motive power. He 
said that that situation, however, was not due to the lack of 
power, but to the unequal distribution of cars as between two 


divisions. It was corrected, he said, by shifting cars from one 
division to another. 


Usually, Mr. Carmalt said, there was a surplus of motive 
power and that only recently had the suggestion been made 
that any of the trouble was due to shortage in engines. That 
shortage he ascribed to the shopmen’s strike. Quoting liberally 
from Commissioner McChord’s report in the Commission’s pri- 
vate car investigation, Mr. Carmalt insisted that the shipper 
who furnished a car or any other facility of transportation was 
a benefactor because he was supplying something the railroads 
either could or would not supply. The reading of extracts from 
that report caused some smiling because, when it was pre- 
pared, George N. Brown was the examiner in Mr McChord’s 
office who heard testimony on the subject and prepared some 
of the data upon which McChord based his certificate of merit 
for the private car. Mr. Brown was appearing in the case in 
which Mr. Carmalt used the quotations, as attorney for the 
Southern Ohio’ Coal Exchange, in opposition to the assigned 
car, which, in all instances, was also an assigned car. Mr. 
Carmalt said the law did not contemplate regulation of rail- 
roads to equalize business opportunity. 


The Bronson idea was that it was no more against the 
ethics of good railroading for a railroad to set a car for the 
coal it required than to set a car for the loading of any other 
company material or supply. The right of a railroad to assign 
. . for loading supplies bought by it had never been ques- 

oned. 

The, National Coal Association position was that the use 
of the assigned car for railroad fuel gave one mine an advan- 
tage over another that was so great as to be a hurt to every 
mine not given assigned cars and that therefore the practice 
and the rules under which the practice had grown up should 
be abolished. 

Mr. Ballard took the ground that the clear and ambigu- 
ous language, as he contended, of Paragraph 12 of Section 1 
required the pro rata distribution in accordance with mine ratings 
of all cars available for the transportation of coal. The first 
sentence of the paragraph, he pointed out, required the making 
of rules for the distribution of cars to be applied generally. 
The second sentence, however, he said required the carrier 
“when the supply of cars was not equal to the requirements of 
such mines to maintain and apply just and reasonable ratings 
of such mines and to count each and every car furnished to or 


wane by any such mine for transportation of coal against the 
mine.” 
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He said that congress did not stop with the first sentence 
requiring the railroads to establish rules. It went on to pro. 
vide, as he held, that during any period when the supply of cars 
did not equal the requirements of the mines, to provide and 
apply just and reasonable mine ratings and to count each and 
every car furnished to or used by a mine for the transportation 
of coal, against that mine. Failure so to do he said was punish- 
able by a fine of $100. He said the words in the second sen- 
tence could not be treated as mere surplusage. He said they 
were intended to add something to the meaning of the statute 
as it would have stood without them. He said that undoubtedly 
the words meant that “all cars shall be exactly prorated in 
accordance with the mine ratings.” He said the theory that 
Paragraph 12 did not interfere with the rule in the Traer case 
did gross violence to the language used in that second sentence, 
one that could not be tolerated in view of the most fundamental 
rule of construction which required the legislative intention to 
be ascertained primarily from the language which the legislature 
had used. 

His conclusion was that the statute prohibited the assign- 
ment of railroad fuel cars to mines during the periods of car 
shortage; that the assignment of cars for railroad fuel was an 
unjust, unreasonable, unjustly preferential and prejudicial prac- 
tice, in violation of Paragraph 6 of Section 1, and Paragraph 1 
of Section 3; and that the carriers unquestionably could obtain 
an adequate supply of suitable fuel coal at reasonable prices 
without the use of assigned cars by proper storage of coal dur- 
ing periods when the demand was not so strong. He said an 
increase in storage obviously would be the first step taken by 
carriers if they were required to do away with the assigned 
car and that it would be an immense public advantage to have 
them take it. 


Storage of coal during periods of full car supply was 


stressed by L. C. Boyle, speaking for the Southern Ohio Coal 
Exchange, and storage would be inculcated by abolition of the 
unlawfully maintained assigned car rule. He said the rule 
would not be needed if the railroads showed ordinary business 
prudence to provide themselves with fuel just as they did when 
they anticipated the strike which took place last summer. 

In behalf of the Illinois operators, R. W. Ropiequet took the 
broad ground that the assigned car rule constituted an unlaw- 
ful discrimination. He said the need for cars was not to be 
measured by the potential production of the mines, but by the 
market demand for coal that might be expected by men of 
experience. To him the foreign railroad car looked like a com- 
mercial car. He did not question the right of an owner of a 
car to have it transported, provided the carrier that desired to 
transport it did not allow it to engross its facilities to such an 
extent as to exclude shippers depending upon the cars of the 
railroad from the use of the transportation services it was offer- 
ing the public. He said that it was a well settled matter that 
while a railroad might permit the use of its grounds and sta- 
tions by a particular shipper it might not permit a use that 
excluded other shippers. 

In his discussion of the law, A. M. Liveright, for the Central 
Pennsylvania Coal Producers’ Association, which is opposed to 
the assigned car, no matter whether privately owned or owned 
by a carrier, took the position that the second sentence of 
Paragraph 12 undoubtedly intended to abolish the assigned car 
rule. He disagreed with the Commission, when it said, in answer 
to a resolution of the Senate about the distribution of cars the 
paragraph stated in statutory form that which had theretofore 
been the law pursuant to the decisions of the Commission and 
of the Supreme Court of the United States. In making that 
reply, Mr. Liveright said the Commission ascribed to congress 
a purpose to perpetrate the useless, non-essential and super- 
fluous. 

“Why should a committee headed by a personage of such 
eminence and ability as Chairman Esch (of the House commit- 
tee on interstate and foreign commerce) go through the per- 
functory motions of putting into paragraphic form what had 
already been declared as law by the Commission whose power 
had been confirmed by the court of last resort?” asked Mr. 
Liveright. “It is respectfully urged that the part of the reply 
quoted urged far too much.” In conclusion he said the associa- 
tion for which he was speaking requested the Commission to 
find as follows: 

(1) That the rules of the Hocking Valley and Traer cases should 
3 OS thee ries ie ‘and 11 of the code under consideration and 


investigation are unjust and unreasonable, and unduly preferential 
nd discriminatory. 
% 13 That i the matter of car distribution, every car should = 
treated as though owned by the railroad upon whose line it is in 
ervice. a ; 
2 (4) That in times of coal car shortage no mine shall receive —_ 
in excess of its a = = available equipment for loading coal, 
as determined by its mine rating. r 

) That &. detereaiaiog the share of any mine all cars for load- 
ing coal, on the lines of the carrier, whether home cars, foreign — 
or privately owned cars, shall come within the meaning of the wor 
“available.” 


If it were not for the assigned car rule there could be a big 
reduction in the cost of producing coal and a big reduction in the 
wages of miners, said J. J. Kintner, speaking for the members 
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of District No. 2 of the United Mine Workers. Commissioner 
Potter asked how much of a reduction there could be. Mr. 
Kintner ventured the opinion that the miners could stand a 
twenty per cent reduction in wages if the assigned car were 
abolished. He believed further that about twenty per cent of 
the mines would be closed as a result of placing the coal mining 
industry on a stable basis by improving the car supply. A fur- 
ther declaration by him was that the assigned car had caused 
more trouble than any other thing, hetween the miners and opera- 
tors. Further answering Commissioner Potter, Mr. Kintner gave 
it as his conviction that the railroads were using the assigned 
car rule to discriminate against union miners. Later he said 
he was speaking only of the feeling in his. district about the 
assigned car rule being used to discriminate against union 
miners. 

In order that there might be no misunderstanding, Kintner 
said the miners in that district favored government ownership 
of mines and railroads, bit that so long as they were under private 
operation the miners insisted upon the car, the instrument that 
regulated the working time of miners, being equally distributed. 
He attributed the migration of miners from one mine to another 
in large part to the operation of the assigned car rule. He said 
it had a detrimental effect upon the education of the children 
of miners and that the railroads, by insisting upon the reten- 
tion of the assigned car rule, were standing in their own light. 

Closing the argument for the railroads, R. V. Fletcher ex- 
pressed the opinion that the real purpose of the attack upon the 
assigned car rule was to force the railroads to buy coal from all 
operators instead of from only some; to bring about a wider 
distribution of their orders. 

Throughout his discussion ran the suggestion that it was 
not a transportation situation with which the complaining opera- 
tors desired to deal but with a commercial situation; that is, 
for a stabilization of the industry so there would be more con- 
tinuous operation to the end that the overhead cost of produc- 
tion might be cut down, and the labor unrest reduced. He sug- 
gested the labor phase of the matter had no real place in the 
case and that the things about which complaint had been made 
were the result of consequences of the coal mining industry’s 
disorderly condition, and not to the distribution of cars. 

Pointing out what he called the fallacies of the arguments 
that had been made, Mr. Fletcher said that if the assigned car 
rule were abolished the total number of cars would not be in- 
creased by even so much as one car and that the increase in the 
number of cars to mines that did not have assigned cars would 
not exceed five per cent, or not more than half a car per day 
to the average mine. He said it was fallacy to argue that the 
large number of cars now going ‘o a given district, by reason 
of their assignment to mines for railroad fuel, would go there 
if the rule were abolished and be distributed pro rata among 
the mines in the particular district. Abolition of the rule, he 
said, would mean that the cars theretofore would have to be dis- 
tributed among all the districts. Districts producing coal not 
suitable for use as railroad fuel, he pointed out, would have to 
be given cars that, under the rule, were sent to the districts pro- 
ducing coal desired by the railroads. 

As to the insistence of the objecting coal operators that rail- 
roads be forced by the abolition of the rule, to store coal dur- 
ing periods of a plentiful car supply, the speaker wanted to know 
where was the prophetic vision that was going to tell the rail- 
roads when the periods of plenty cars would arrive, and the stor- 
ing should begin. 

Commissioner Potter asked if transferring the period of coal 
buying by railroads for storage purposes would not have the 
effect of merely shifting the period when the demand for coal 
cars was great from one part of the calendar to another. Mr. 
Fletcher agreed with that suggestion. He said the busy season 
in the hauling of coal was not the same on all railroads. The 
railroads serving the lake and tidewater ports are busy in the 
summer because that is the time when the boats can carry the coal 
to destination. On other roads the busy coal season comes at 
some other period. 

Commenting on the list of railroads which the coal operators 
made up to show that railroads could obtain fuel without as- 
signing cars therefor, Mr. Fletcher said that when properly 
analyzed the list showed the names of only sixteen roads and 
only four of those of a size that would cause him to say they 
were large reads, namely, the Union Pacific, the Santa Fe, Bos- 
ton & Maine and the Chicago, St. Paul, Minneapolis & Omaha. 

“How about the C. C. & O.?” tlandly inquired Chairman 
Meyer, naming the road of which Commissioner Potter had been 
president. 

“I humbly apologize to His Honor, Mr. Commissioner Pot- 
ter,” said Mr. Fletcher. Continuing his comment on the four, the 
speaker said he imagined there was an explanation for each of 
the four, the Union Pacific owning its mines, the Boston & 
Maine using tidewater coal and the Omaha probably receiving 
its supply from its affiliated line, the Chicago & North Western. 
Another point made by him was that the list was made up prior 
to July 29, when there was a full car supply and that when the 
railroads answered the questionnaire they intended or did answer 
they were not then assigning cars. 
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LEHIGH COAL PLAN DISCUSSED 


The Trafic World New York Bureay 


The plan of the Lehigh Valley for the segregation of its 
coal properties under the Supreme Court decree of December 
1921, was discused in detail before Judge Learned Hand in the 
Federal District Court by counsel for the governmeft and the 
company. The plan was submitted to Judge Hand for approva] 
in order to obtain a final dissolution order. 

A. T. Seymour, acting Attorney-General, said the plan in 
general was satisfactory to the government, but suggested four 
changes. He said that the Department of Justice would super. 
vise the process of dissolution to avoid the possibility of fraud. 

The company’s scheme of segregation provides for the 
transfer of its stock in the Lehigh Valley Coal Company to a 
trustee, who will issue transferable certificates of beneficia] 
interest in ‘the stock, which is pledged as security under the . 
road’s consolidated mortgage. These certificates would be 
issued to stockholders in the railroad in proportion to their 
holdings at $1 a share. Interest on them would be withheld 
until the owner files an affidavit that he is not in any way con- 
nected with the railroad. 

As to Coxe Bros. and Company, the plan provides that the 
voting power shall be trusteed until the maturity in February, 
1926, of the collateral agreement under which the stock is 
pledged, when the stock will be sold outright to interests not 
connected with the railroad. A similar provision is made with 
regard to the Delaware, Susquehanna & Schuylkill, except that 
the road is to be alowed to appeal to the Interstate Commerce 
Commission for permission for a merger. The Lehigh Valley 
agrees to negotiate a satisfactory contract with the Lehigh 
Valley Coal Sales Company. 

The decree of the Supreme Court ordered the Lehigh Valley 
to divest itself of all intercorporate connection with the Lehigh 
Valley Coal Company, which it organized in 1875 to acquire 
anthracite fields in its territory; Coxe Bros. and Company, a 
large independent concern, which came under its control in 
1905; the Delaware, Susequehanna & Schuylkill Railroad, a 
gathering line purchased in the same year; and to change its 
contract with the Lehigh Valley Coal Sales Company, declared 
to have been formed in 1913 to evade the commodities clause 
of the Hepburn act. 

With respect to the company’s segregation plan, counsel 
for the government suggested that the stock of the Lehigh 
Valley Coal Company be released from the lien of the mortgage 
so that the actual shares may be finally disposed of at once: 
that the merger with the gathering line may be illegal in view 
of its express prohibition in the dissolution decree; that the 
court withhold all voting rights from the certificates for the 
coal company stock until owners file the prescribed affidavits; 
that persons qualified to direct a coal business be appointed 
trustees for the stock of the coal company and Coxe Bros.; 
and that the sales company, the coal company and Coxe Bros. 
be forbidden to enter into any contract for the sale of coal 
mined by the first two concerns until they come under control 
of trustees appointed by the court. 

Decision was reserved by Judge Hand. 


COAL AND TRANSPORTATION 


Tvansportation disability has been the principal cause of 
the coal operators being unable to meet the full demand for 
coal speedily, according to a survey made by the National Coal 
Association. The conditions which have existed in the various 
bituminous fields, the association says, are as follows: 


Ohio—The Northern and Central Ohio fields report no unfilled 
orders for bituminous coal. The Jackson district is able to care 
for all demands for coal. Operators in the Pittsburgh Vein of 
Ohio report that the car supply is not more than 20 per cent for 
commercial loadings during the past six weeks. Low tempera- 
tures have increased the demand for steam coal, resulting in 
operators having difficulty in meeting customers’ demands. While 
it has been impossible, on account of lack of cars, to meet the 
demand in all cases, few if any instances have been reported 
where industry has been unable to procure fuel for current con- 
sumption. The general demand for steam coal from this district 
continues to exceed the supply, and any additional demands for 
supplies could not be met unless transportation conditions were 
bettered. 

Illinois—Mines in this state are operating generally only 40 
to 45 per cent of the time. There is no such shortage of railroad 
equipment as to influence the ability to provide coal to a4 much 
larger extent than is now being done by coal shippers. Through- 
out the state generally coal men hear nothing of a shortage. . 

Indiana—Due t6 insufficient car supply, operators in this 
state are unable to fill all demands promptly for some grades of 
coal. age car supply will be necessary to meet additional 
demands. Many railroads in this section are badly congested, 
causing serious delays in coal movements from the mines. This 
condition has prevailed on some of the Indiana railroads through- 
out the entire winter. Conditions would improve greatly if move: 
ments of loaded cars from the mines and return of empties could 
be speeded up. 7 

Pennsylvania—All demands for bituminous coal are being 
met in the Pittsburgh district and there are ample facilities 
available to fill any orders. The situation in the Somerset fiel 
is wholy limited by the car supply, which has been running less 
than 25 per cent. The only limiting factor in the coal output 1§ 
car supply. In the Central Pennsylvania field, transportation = 
held down production, reports from this field indicating tha 
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with all the cars needed and motive power to move them, 2,000 
additional cars of coal a day could be produced. 

West Virginia—In the Kanawha-Coal River districts the abil- 
ity of the mines to supply coal is reported as solely one of trans- 
portation. This car supply has amounted to an average of but 
one and a half days per week since December 1 last. From the 
New River district it is reported that production could be in- 
creased 70 per cent if railroad cars are supplied. The question 
in the Winding Gulf district is likewise reported as one of trans- 
portation, complicated by a shopmen’s strike which cut the nor- 
mal production of 30,000 tons a day down to 18,000 tons for the 
past eight months. In the Logan field transportation shortage is 
the only factor limiting the output of soft coal. In the Panhan- 
dle district the car supply is reported as totally inadequate, 
many mines being enabled to work, on this account, only one or 
two days a week. In the Pocahontas field the. car supply has 
been reported as worse during the past few weeks, with western 
movements of coal hampered because of railroad embargoes. The 
Fairmont field reports that it is able to meet much greater 
demands. 

Virginia—Continued car shortages make it impossible for 
some coal operators to fill. all orders contracted for. The mines 
are able to produce the coal to meet all demands, being limited 
only by the transportation situation. ; 

Maryland—The George’s Creek district reports no shortage 
of bituminous coal. All demands have been met, and 50 or more 
ears additional per day could be shipped. In the Upper Potomac 
district production has been curtailed on account of inadequate 
car supply, which is now slightly improved. . All demands are 
now being met. 

Kentucky—In the Harlan County field there is no demand 
reported which cannot be fully met. In the West Kentucky field 
actual needs are being cared for without difficulty, and the extra 
supply being absorbed by industry could be diverted to meet 
some special requirement without embarrassing anyone. In the 
Hazard district, all demands for soft coal made upon the field are 
being met. 

Alabama—tThere are no demands upon Alabama for soft coal 
which cannot be met readily now if the car supply equals 75 
per cent or better. 

Tennessee—In the Southern Appalachian field all demands 
for soft coal are being met at present, although the car supply 
is but 33 per cent. 

Missouri, Kansas, Oklahoma, Arkansas—There is no shortage 
of soft coal reported from the Southwestern Interstate field. Any 
additional demand on this field can be met. The mines are work- 
ing about half time. E 

Washington—There is no shortage in this territory. The 
mines could take care of a very decided increased demand. 


PRESIDENT AND FUEL SITUATION 
The Trafic World Washington Bureau 


Replying to a letter from Representative Rogers, of Mas- 
sachusetts, to the effect that New England newspapers pub- 
lished reports quoting the President as saying that the people 
of Massachusetts were suffering from hysteria rather than an 
actual shortage of coal, President Harding said that if such 
reports had been published, the blame was on the newspaper 
world. The President pointed out, as reported in The Traffic 
World of February 24, p. 418, that he had stated in a confer- 
ence with newspapermen that it had been-reported to him that 
there was a good deal of hysteria in connection with the fuel 
situation. In his letter to Mr. Rogers the President said: 


If I am quoted in the New England press as your letter 
indicates, it is the fault of the newspaper world in quotation, 
and the blame can not be attached to me. 

I did say to the newspaper men, in a recent press_confer- 
ence, that representatives of the Interstate Commerce Commis- 
sion had reported to me that their agents, who are sent to in- 
vestigate every reported distressing situation, had said that 
much of the trouble’ was psychological and that there was a 
good deal of hysteria because of the menacing depletion of fuel 
supplies on hand. ; 

I have recognized all along that there is a very anxious 

situation in New England. I do not see how such a situation 
could be avoided. All the country knows that we had a coal 
strike last summer of several months’ duration, and that, in 
spite of everything that the federal government could do, the 
strike very greatly diminished our normal supply of anthracite 
coal. As a matter of fact, we are passing the winter on about 
a 60 per cent supply. In these circumstances I do not see how 
great inconvenience and much distress could be avoided. Com- 
munities accustomed to the use of anthracite coal have re- 
belled against any substitution of bituminous coal, and have 
hoped from week to week and day to day to obtain an ample 
supply of anthracite. The ample supply is not available. 
: From the time of the very first complaints coming from New 
England I have transmitted them to the Interstate Commerce 
Commission, which is the only governmental authority we have 
to deal with the situation. To be sure, the federal fuel dis- 
tributor is authorized by Congress to make recommendations, 
and these recommendations have been made with great earnest- 
ness. 

There is no one with power to tell the commission what to 
do. Priority orders have been recommended, but the commis- 
sion is clearly reluctant to resort to that remedy. Members of 
the commission report to me that every reported distressing 
situation is being promptly investigated by personal representa- 
tives of the commission, and that necessary steps are very 
promptly taken to afford relief. I shall be glad, of course, to 
see every apprehension removed. If some one will tell me 
wherein I have the authority to do so, I will be glad to adopt 
vigorous measures. I do not think it is either prudent or de- 
sirable to attempt an embargo. : 


COAL PRODUCTION REPORT 


“Present estimates of soft coal production in the week ended 
February 24, indicate a total output of 10,332,000 net tons, in- 
cluding coal shipped, mine fuel, local sales, and coal coked,” 
says the Geological Survey in its current coal report which in 
part follows: 


. amounted to 38,000,000 tons. 
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This is 100,000 tons less than the revised estimate for the. 
week preceding, but the daily rate of output, considering the 
pa aa of the holiday in some districts, was essentially un- 
changed. 3 

That the downward trend in production is checked is further 
indicated by preliminary reports of cars loaded during the pres- 
ent week (Feb. 26-March 3). These show 42,732 cars loaded on 
Monday, 32,984 on Tuesday, 31,150 on Wednesday, and 28,398 on 
Thursday, the total for the four days being 7 per cent greater 
than for the corresponding part of last week. The indicated 
= output for the present week is therefore about 11,000,000 
ons. 

. The production of anthracite in the week ended Feb. 24 was 
practically the same as in the week before and is estimated at 
1,838,000 net tons, including coal shipped, mine fuel, local sales, 
and dredge and washery output. Production was at a low rate 
on Washington’s birthday and Saturday. 

Early returns on car loadings during the first four days of 
the present week (Feb. 26-March 3) indicate production at the 
rate of 2,100,000 tons for the week. 

Shipments of coal from Hampton Roads piers showed ag 
moderate increase in the week ended Feb. 24. The total quantity 
dumped was_ 329,812 net tons against 321,075 tons in the week 
preceding. The he gain was in the tonnage of cargo coal 
for New England. Bunker trade also increased, but export and 
coastwise trade, other than to New England, fell off. 


COAL STOCK INCREASING 


According to the figures concerning commercial stocks of 
bituminous coal furnished to Fuel Distributor F. R. Wadleigh by 
the Department of Commerce and the Geological Survey of the 
Department of the Interior, and made public by him, the stocks 
rose during January 2,000,000 tons, so that on February 1 they 
When the strike came to an end 
just before the middle of September, the country was getting 
along on what was left of a stock of 22,000,000 tons on hand the 
first of that month. A statement of the subject, issued by Mr. 
Wadleigh, said 


Preliminary figures from a canvass of commercial stocks of 
bituminous coal, undertaken by the Department of Commerce and 
the United States Geological Suhvey under the authority of the 
Federal Fvyel Distributor, indicates that on January 1, 1923, 
commercial consumers and dealers -had in storage approximately 
36,000,000 net tons of bituminous coal and on February 1, 1923, 
38,000,000 net tons. A weekly consumption in excess of 10,000,000 
tons per seven-day week is also indicated by the complete figures, 
as against an average weekly production of about 10,500,000 tons 
since February 1, 1923. : 

For comparison the total amounts of stocks reported on pre- 
vious dates are given below: 

September 1, 1922, 22,000,000 net tons. 

October 1, 1922, 26,000,000 net tons (revised). 

November 1, 1922, 32,000,000 net tons (estimated). 

January 1, 1923, 36,000,000 net tons. 

February 1, 1923, 38,000,000 net tons. 


SERVICE ORDER NO. 39 


The Commission, in Service Order No. 39, has ordered the 
New Haven Railroad to permit the docking of the steamship 
Maumee at the railroad company’s Belle dock at New Haven, 
Conn., ahead of other ships and to give preference and priority 
in the placement of cars at the dock for the transportation of 
coal consigned to the Springfield Gas Light Company at Spring- 
field, Mass. The order became effective forthwith March 5. It 
was issued to enable the railroad company to get coal to the 
gas company’s plant. Twenty-three vessels were at New Haven 
ahead of the Maumee, each waiting its turn. The Maumee had 
been at New Haven since February 27 awaiting its turn to dock. 
The Commission estimated that it would take from two to three 
weeks for the Maumee to get to the dock, unless the railroad 
company was authorized and directed to put her in ahead of 
all other ships. By that time the gas company’s supply would 
have been exhausted. 


BAD ORDER CARS 


Fewer freight cars were in need of repair on February 15 
than at any time in the last two years, according to reports just 
filed by the carriers with the car service division of the Amer- 
ican Railway Association. 

On that date, 206,585 or 9.1 per cent of the cars on line were 
oi — of repair. This was a decrease since February 1 last of 
2,886. 

On February 15 last year, 332,614 or 14.5 per cent of the freight 
cars on line were in need of repair, while on February 15, 1921, 
the total was 220,420 or 9.7 per cent. | 

Freight cars in need of heavy repair on February 15 last 
numbered 153,541. This was a decrease of 4,317 compared with 
the number in need of such repair en February 1, while cars 
in need of light repair totaled 53,044 cars, an increase, however, 
of 1,431 during the same period. 





UTAH LINE AUTHORIZED 


The Commission has authorized the Utah Central Railroad 
to construct a new line of railroad in Carbon and Emery coun- 
ties, Utah, and to retain the excess earnings for a period of 
ten years. The line will begin at the site of certain coal mines 
in Huntington Canyon and extend to a connection with the 
Utah Railway near Healy Siding, a distance of approximately 
33 miles. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Only Effect of Filing Tariff Schedule with Public Service Com- 
mission Is to Prevent Discrimination: 

(Supreme Court of Washington). The purpose of laws 1911, 
p. 538, providing that a carrier must file its schedule showing 
rates, charges and classification with the Public Service Com- 
mission, is to so bind the carrier as to prevent its making dis- 
criminatory rates, and there is nothing in the act making such 
filing a notice to all the world or giving thereto any effect be- 
yond the prevention of discrimination.—United Artists’ Corpora- 
tion vs. Puget Sound Electric Ry., 211 P. Rep. 873. 

Shipper’s Acceptance of Receipt Reciting that Carrier Is Not 
Liable Beyond Specified Sum Binding When Rates Graduated 
by Value: 

A shipper’s acceptance of a receipt containing a recital that 
the carrier is not to be held liable beyond a specified sum, which 
sum is to be accepted as the value of the property, is binding 
upon him when the carrier’s rates are graduated by value.—Ibid. 
Contracts Fixing Value of Property to Limit Liability not Valid 

Unless Made Before or at Time of Acceptance of Goods: 

Contracts between shipper and carrier fixing the value of 
property in order to limit the liability of the carrier are not 
valid unless entered into by the shipper before or at the time 
the goods were accepted.—lIbid. 

Evidence of Custom Inadmissible to Impose Limitation on Car- 
rier’s Liability not Provided in Contract of Shipment: 
Evidence of custom is inadmissible to impose a limitation 

on the carrier’s liability for transportation of goods not provided 

for in the contract of shipment.—lIbid. 

Must Furnish Safe Means for Transportation of Commodity: 
(Kansas City Court of Appeals, Missouri). It is the duty 

of carrier to furnish a safe means for the transportation of a 

commodity received by it for shipment, and its failure to do so 

makes it liable in damages for loss resulting therefrom.— 

Schreiber Milling & Grain Co. vs. Chicago Great Western R. 

Co., 246 S. W. Rep. 647. 

No Liability for Defective Vehicle Selected by Shipper: 

When a shipper is afforded an opportunity to select the 
vehicle in which his goods shall be transported, and makes such 
selection with knowledge of the defects of the vehicle the car- 
rier is not liable for injury resulting therefrom.—lIbid. 
Evidence Held to Show Shipper Elected to Have Goods Shipped 

in Defective Car: 

Evidence that stock feed had been loaded for delivery to 
plaintiff into a car plainly marked as having a leaky roof, that 
it remained on the tracks consigned to plaintiff for several 
hours, and that plaintiff then tendered it in that car to defend- 
ant carrier for transportation, unmistakably indicated to the 
defendant that plaintiff desired the feed transported in the car 
in which it was then loaded.—Ibid. 

Whether Injury Occurred Through Defect in Goods Held Jury 
Question: 

In an action for damage to a shipment of stock feed, evi- 
dence on behalf of defendant that such feed had tendency to 
heat and spoil if it was not properly cured held to raise a 
question for the jury as to whether the loss resulted from de- 
fect in the goods or breach of the carrier’s public duty.—Ibid. 
Instruction Against Liability if Shipper Knew Car Was De- 

fective Held Not Erroneous, and Favorable to Shipper: 

An instruction, directing recovery for a shipper for dam- 
age to goods during shipment because of the leaky car in which 
it was shipped, was not erroneous as modified to deny recovery 
if the jury found the plaintiff knew of the leaky condition of 
the car, but was favorable to plaintiff for omitting the element 
of exercise of due care by plaintiff to observe the condition of 
the car in which the goods were loaded before they were 
tendered for shipment.—lIbid. 


TELEGRAPHS AND TELEPHONES 


Federal Law Governing Telegraph Companies in Respect to 

Interstate Business Supersedes All State Laws: 

(Supreme Court of Oklahoma.) Act. Cong. Feb. 4, 1887, as 
amended by act June 18, 1910 (U. S. Comp. Sim sec. 8563 et 
seq.), placing the telegraph companies with respect to inter- 
state business in the same class as other common carriers, and 
making such companies liable under the federal law for derelic- 
tion of duty, supersedes all state laws on the subject.—Western 
Union Telegraph Co. vs. Beach, 211 P. Rep. 1034. 

Company Not Suable for Negligence During Federal Control: 

The telegraph company was being operated by the Post- 
master-General under the control of the federal government on 
December 18, 1918, and action could not be maintained against 





the company for negligence in failing to deliver a message,— 
Ibid. 
Damages for Mental Suffering Only Not Recoverable for Delay 

of Interstate Message: 

Damages for mental suffering only are not recoverable from 
a telegraph company on account of its delay in the delivery of 
an interstate telegraphic message.—lIbid. ‘ 
Default, Judgment Upon Insufficient Complaint Void: 

A judgment by default, upon a complaint that does not 
contain allegations sufficient to constitute a cause of action is 
void, and will be reversed on appeal.—lIbid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


State Without Power to Penalize Delay in Delivery of Telegram 
Between Points Within State When Transmitted by Way 
of Points in Another State: 

(Supreme Court of South Carolina.) As telegrams trans- 
mitted between points in South Carolina by way of points in 
another state were interstate messages, the state had no power 
to impose a penalty for delay in delivery of such message— 
Smart et ux. vs. Western Union Telegraph‘Co. et al., 115 S. E. 
Rep 319. 

Order Reopening Cause Is Reviewable Final Order: 

(Supreme Court of Washington.) An order of the Depart 
ment of Public Works reopening a cause after a previous order 
therein had become final for a further hearing is a final order 
in so far as the jurisdiction of the department to enter it was 
concerned, and therefore reviewable under Rem. Code 1915, 
sec. 8626-86, 8626-99.—Northern Pac. Ry. Co. vs. Department of 
Public Works et al., 211 Pac. Rep. 876. 

Limitation of Two Years Within Which to Present Claims Is 
Jurisdictional: 

The limitation of two years, prescribed by Rem. Code 1915, 
sec. 8626-91, for the presentation of a claim for reparations to 
the Department of Public Works is not a mere statute of limita- 
tions, but is a restriction on the jurisdiction of the department 
so that it cannot be extended nor suspended, and was not sus- 
pended during the period of federal control of the railroads.— 
Ibid. 

Department of Public Works Has No Discretion to Reopen 
Final Order After Claim Has Become Barred: 

Rem. Code 1915, sec. 8626-90, giving the Department of 
Public Works broad powers to rescind or amend any order 
made, does not give it jurisdiction to reopen a proceeding which 
has become final because no review was sought by the party 
injured thereby, after the lapse of four years, when the period 
of the statute creating the bar to the presentation of the claim 
had elapsed.—Ibid. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


Implied Warranty of Seaworthiness Held Not to Preclude Limi- 
tation of Liability: A 
(Circuit Court of Appeals, Fourth Circuit.) On the hiring 

of a barge by telephone from the agent of the corporation owner 

to convey the cargo from a steamship in the harbor to a near-by 
factory, any warranty of seaworthiness that may be implied 
does not operate as an express warranty, to preclude the owner 
from claiming exemption from liability under the limitation of 
liability statute-——Pocomoke Guano Co. et al. vs. Eastern Transp. 

Co., 285 F. Rep. 7. 

Limitation of Liability by Corporation: P 
Corporations are entitled to the benefit of limitation of 

liability under Rev. St., sec. 4283 et seq. (Comp. St., sec. 8021 
et seq.), from conditions to which they are not. privy and of 
which they have no knowledge, and they are chargeable with 
knowledge of the existence of defects, or become privy to acts 
of negligence causing the same only when persons representing 
the corporation in such capacities as to speak for it are guilty 
of some negligence or omission to maintain the vessel in sea 
worthy condition.—Ibid. ¢ ; ; 

Corporation Owner May Limit Liability for Loss Due to Neg 
ligence of Repairer: 8a 
A corporation owner is exempt from liability for nee 
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ligence of third persons employed to repair and put the vessel 
in seaworthy condition, where it has in good faith exercised 
due diligence and care in the selection of such persons.—Ibid. 
Owner. of Barge Held Entitled to Limit Liability for Loss of 

Cargo: 

The sinking of a barge through the breaking of a corroded 
iron discharge pipe from the toilet held not with the privity 
or knowledge or through negligence of the owner which pre- 
cluded it from limiting its liability for loss of the cargo, it 
appearing that the pipe was of a kind in general use and that 
the barge had but recently come from a reputable repair yard 
to which it had been delivered to be overhauled and such re- 
pairs made as found to be required.—lIbid. 

Tug Held in Fault for Collision of Tow with Abutment in Canal: 

(District Court, W. D., New York.) A tug, with six canal 
boats in tow on Erie Canal, with such short towlines that their 
movéments were controlled wholly by those of the tug, held 
in fault for collision of the starboard boats with an abutment, 
the fault being in not having a licensed pilot and in not making 
proper allowance for a gusty side wind—The Charlotte, 285 
Fed. Rep. 84. 

Vessel Under Charter to State Pro Hac Vice Not Subject to 

Suit for Maritime Tort: 

A vessel under charter to a state by a charter which makes 
the state owner pro hac vice, is not subject to suit for a maritime 
tort committed during the period of charter use.—Ibid. 

When Charterer Is Owner Pro Hac Vice: 

A charterer of a vessel does not become owner pro hac 
vice, unless the possession and control is surrendered by the 
te | during the period of use specified in the charter party. 
—Ibid. 

Charter Held a Demise Which Made the Charterer Owner Pro 

Hac Vice: 

A charter party by which the owner did “charter and 
lease” a tug to the state of New York for the navigation season 
held a demise which made the state owner pro hac vice during 
the term, though the owner was to keep the tug in repair and 
furnish and pay the master and crew, where she was managed 
and controlled wholly by agents of the state, who made the 
contracts for her services.—Ibid. 


LITIGANTS’ SUBSTITUTION RULE 


The bill passed by Congress amending section 206 of the 
transportation act so as to nullify the effect of a statute of 
1899 relating to substitution of names of successors of federal 
Officials, follows: 








Be it enacted, etc., That section 206 of the transportation act, 
1920, is amended by adding at the end thereof two new subdivisions 
to read as follows: 

*“(h) Actions, suits, proceedings, and reparation claims, of the 
character described in subdivision (a), (c), or (d), properly com- 
menced within the period of limitation prescribed, and pending at 
the time this subdivision takes effect, shall not abate by reason of 
the death, expiration of term of office, retirement, resignation, or 
removal from office of the Director General of Railroads or the 
agent designated under subdivision (a), but may (despite the pro- 
visions of the act entitled ‘An act to prevent abatement of certain 
actions,’ approved February 8, 1899), be prosecuted to final judg- 
ment, decree, or award, substituting at any time before satisfaction 
of such final judgment, decree, or award the agent designated by the 
resident then in office. Nor shall any action, suit, or other proceed- 
ing heretofore or hereafter brought by any public officer or official, 
in his official capacity, to enforce or compel the performance of an 
ebligation due or accruing to the United States arising out of Federal 
control, abate by reason of the death, resignation, retirement, or 
removal from office of such officer or official, but such action, suit, 
or other proceeding may (despite the provisions of such act of Febru- 
ary 8, 1899), be prosecuted to final judgment, decree, or award, sub- 
stituting at any time before satisfaction of any such final judgment, 
decree, or award the successor in office. 

(i) Orders providing for a substitution in such cases made be- 
fore this subdivision takes effect by courts having jurisdiction of 
the parties and subject matter are hereby validated, anything in 
such act of February 8, 1899, to the contrary notwithstanding. Ac- 
tions, suits, reparation claims, or other proceedings of the character 
described in subdivision (h) which have been abated or dismissed 
solely because of the provisions of such act of February 8, 1899, 
shall be reinstated upon reasonable notice to the adverse party, and 
upon proper motion therefor filed within one year from the time 
this subdivision takes effect.” 


Senator Cummins explained the purpose of the measure, 
which will keep alive and revive actions brought by and against 
the Director-General where the name of the latest Director-Gen- 
eral was not substituted within twelve months from the time a 
change was made. The act will benefit both the Director-Gen- 
eral, who urged its passage, and claimants. 

The President signed the bill March 4. 


REVENUE FREIGHT LOADING 


An increase of 12,445 cars in revenue freight loading was 
reported for the week ended February 24 as compared with the 
preceding week, the totals having been 830,223 and 817,778, re- 
spectively, according to the weekly report of the car service 
division of the American Railway Association. In the corre- 
sponding weeks of 1922 and 1921 the loadings totaled 728,925 
and 659,642, respectively. The increase in the week ended Feb- 
ruary 24 was regarded by car service officials as significant, be- 
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cause that week included observance of Washington’s Birthday 
anniversary. 


Loading in the week ended February 24 and in the cor. 
responding week of 1922 was as follows: 


Eastern district: Grain and grain products, 6,754 and 8,905; live 
stock, 3,294 and 2,549; coal, 50,284 and 46,154; coke, 3,757 and 1,801: 
forest products, 5,514 and 4,894; ore, 1,939 and 720; merchandise, L. ¢’ 
L., 49,703 and 56,725; miscellaneous, 73,401 and 57,748; total, 1923, 194°: 
746; 1922, 179,496; 1921, 150,360. , : 
Allegheny district: Grain and grain products, 2,643 and 3,671; live 
stock, 2,770 and 2,404; coal, 48,585 and 55,950; coke, 6,668 and 3,893: 
forest products, 3,280 and 3,511; ore, 1,502 and 950; merchandise, 1, 
C. L., 42,5438 and 41,016; miscellaneous, 66,689 and 47,815; total, 1993 
174,680; 1922, 158,215; 1921, 130,874. : 

Pocahontas district: Grain and grain products 242 and 373: live 
stock, 79 and 75; coal, 19,695 and 26,924; coke, 638 and 217; forest 
products, 1,598 and 1,116; ore, 201 and 25; merchandise, L. C. L., 5,463 
and 5,373; miscellaneous, 3,477 and 3,156; total, 1923, 31,393; 1922, 37,- 
159; 1921, 21,674. , 

Southern district: Grain and grain products, 3,801 and 3,716: live 
stock, 2,222 and 2,135; coal, 23,307 and 24,162; coke, 1,346 and 585: for- 
est products, 22,693 and 16,337; ore, 1,593 and 539; merchandise, L, 
C. L., 36,790 and 33,717; miscellaneous, 47,156 and 33,706; total, 1923, 
138,908; 1922, 114,897; 1921, 112,155. 

Northwestern district: Grain and grain products, 12,869 and 10,- 
996; live stock, 10,532 and 7,917; coal, 9,493 and 6,783; coke, 1,994 and 
1,158; forest products, 19,266 and 11,120; ore, 930 and 481; merchandise, 
L. C. L., 23,480 and 19,418; miscellaneous, 29,491 and 19,203; total, 1923’ 
108,155; 1922, 77,076; 1921, 89,767. 

Central Western district: Grain and grain products, 10,221 and 
14,399; live stock, 11,573 and 10,504; coal, 21,465 and 21,873; coke, 382 
and 364; forest products, 8,773 and 5,014; ore, 3,786 and 934; merchan- 
dise, L. C. L., 30,878 and 28,790; miscellaneous, 43,513 and 31,156; total, 
1923, 130,591; 1922, 113,034; 1921, 99,993 
_ Southwestern district: Grain and grain products, 3,834 and 4,838; 
live stock, 1.890 and 1,945; coal, 5,628 and 4,794; coke, 128 and 107; forest 
products, 8,767 and 6,393; ore, 469 and 701; merchandise, L. C. L,, 
12,533 and 12,872; miscellaneous, 18,601 and 17,398; total, 1923, 51,850; 
1922, 49,048; 1921, 54,819. 

Total, all roads: Grain and grain products, 40,364 and 46,798; live 
stock, 32,460 and 27,529; coal, 178,457 and 186,640; coke, 14,913 and 
8,130; forest products, 69,891 and 47,385; ore, 10,420 and 4,350; merchan- 
dise, L. C. L., 201,390 and 197,911; miscellaneous, 282,328 and 210,182; 
total, 1923, 830,223; 1922, 728,925; 1921, 659,640. 


CONDITION OF LOCOMOTIVES 


Locomotives in need of repair on February 15 totaled 15, 
581, an increase, due to bad weather conditions, of 169 over the 
total on February 1, according to reports filed by the carriers 
with the car service division of the American Railway Asso- 
ciation. This was 24.1 per cent of the locomotives on line. 

Locomotives in need of heavy repair and requiring more 
than 24 hours numbered: 13,694, which was an increase of 157 
since February 1. Locomotives in need of minor repairs num- 
bered 1,887, or 12 more than at the beginning of the month. 

From February 1 to February 15, the railroads repaired and 
turned out of the shops 17,485 locomotives. While this was not 
a record, it has only been surpassed on three occasions since 
July 1, when the shopmen’s strike began. 





CAR SURPLUS AND SHORTAGE 


The average daily shortage of freight cars in the period Feb- 
ruary 15-22 totaled 76,900 as against 72,855 in the preceding 
period while the average daily surplus totaled 20,786 as against 
27,172 in the preceding period, according to the car service di- 
vision of the American Railway Association. 

The shortage was made up as follows: Box, 28,205; auto 
and furniture, 1,882; total box, 30,087; flat, 3,238; gondola, 16,320; 
hopper, 22,877; all coal, 39,197; coke, 263; S. D. stock, 947; 
D. D. stock, 293; refrigerator, 2,095; tank, 1; miscellaneous, 779; 
total, 76,900. 

The surplus was made up as follows: Box, 4,923; ventilated 
box, 10; auto and furniture, 142; total box, 5.075; flat, 676; gon- 
dola, 2,279; hopper, 3,043; total, all coal, 5,322; coke, 75; S. D. 
stock, 5,577; D. D. stock, 103; refrigerator, 3,418; tank, 71; mis 
cellaneous 469; total, 20,786. 


LOCATION OF CARS 


The per cent of home cars on home roads for Class I roads 
as of February 15 was 48, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
The percentages by classes of equipment were as follows: Box, 
36.7; refrigerator, 54.5; gondola, 54.5; stock, 65.7; flat, 63.2; all 
freight, 48. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership as of February 15 showed the following: East- 
ern district, 104.9, as against 98.9 a year ago; Allegheny district, 
98.3, as against 101.38 a year ago; Pocahontas district, 79.3, as 
against 88.3 a year ago; Southern district, 100.4, as against 98.5 
a year ago; Western district, 93.6, as against 97.2 a year ag0; 
all districts, 97.7, as against 98.2 a year ago; Canadian roads, 
88.1, as against 92.4 a year ago; Mexican roads, 110.7, as against 
106 a year ago. 


CAR EQUIPMENT STOCK ; 
The Commission has authorized the Cincinnati, Indianapolis 
& Western to assume obligation and liability in respect ° 


$300,000 of C. I. & W. car equipment company stock, bearing § 
per cent interest. 
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Consolidation 
of Railroads 


Interstate Commerce Commission 
Docket 12964, in the matter of Con- 
solidation of the Railway Properties 
of the United States into a Limited 
Number of Systems. 


Industrial locations on The Belt 
Railway Company of Chicago 
offer ideal advantages. Service 
is our specialty. If you are look- 
ing for a Chicago location it will 




















Hearings have been set as follows: 


March 19, United States Court Room, St. Paul, Minn. 
March 23, United States Court Room, Helena, Mont. 
March 26, United States Court Room, Seattle, Wash. 
March 28, Rooms of Public Service Commission of Oregon, 

252 Court House, Portland, Oregon 
March 31, 237 Merchants Exchange, San Francisco, Calif. 
April 7, United States Court Room, Los Angeles, Calif. 
April 11, a Court Room, Salt Lake City, 

ta 

April 16, United States Court Room, Denver, Colo. 
April 23, United States Court Room, Fort Worth, Texas 
April 26, Coates House, Kansas City, Mo. 
April 30, Hotel Jefferson, St. Louis, Mo. 


pay you to investigate 


B. R. C. Service 


C. A. INMAN F. A. SPINK 


Real Estate and Industial Traffic Manager 


For stenographers’ minutes in this and all Interstate Agent 


Commerce Commission proceedings, address 


THE STATE LAW REPORTING COMPANY 
Official Reporters, 
I. C. C., 235 Broadway, New York, N. Y. 


Dearborn Station 
47 W. Polk Street, Chicago 















Consult us regarding your 


WAREHOUSING 
CHARLES STORAGE 
a DISTRIBUTION 


Maine Daily Deliveries by Zone System 
within ten mile radius 


Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, Boston, Mass. 





Total General Storage Capacity 
10,329,000 Cubic Feet 


of 
Wharfage and Dockage 


Free Stores “ie 
Customs Bonded Stores With Union 


Internal Revenue Bonded Stores Rens 
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Personal Notes 





The Chicago, Attica & Southern Railroad Company an- 
nounces that H. J. Dales is appointed auditor to succeed C. R. 
Thompson, who has severed his connection with the company. 

S. L. Scott is appointed assistant general freight agent of 
the Gulf and Ship Island Railroad Company. 

G. P. Bachrodt has been appointed northern freight agent 
of The Alabama and Vicksburg Railway Company and Vicks- 
burg, Shreveport & Pacific Railway Company with headquart- 
ers Chicago, vice H. E. Freund, who died. A. A. Anderson 
has been made soliciting freight agent for the northern freight 
agency, vice Mr. Bachrodi. 

The El Paso & Southwestern System announces that E. 
W. Goslee is appointed traveling freight and passenger agent 
with headquarters at Detroit, and Thomas J. Clark is appointed 
traveling freight and passenger .agent with headquarters at 
Chicago, succeeding Mr. Goslee. 

The Atchison, Topeka and Santa Fe Railway Company an- 
nounces that R. G. Merrick, general freight agent, has been 
made assisiant freight traffic manager to succeed J. R. Koontz. 

Hamlin Palmer, traffic manager of the Panhandle-Plains 
(Texas) Chamber of Commerce, died Feb. 7. Resolutions were 
adopted by the Chamber and by the Board of City Develop- 
ment, 

A. W. MacLaren, formerly general traffic manager of Morris 
& Company, Chicago, is now associated with the Chicago Bear- 
ing Metal Company, as vice-president in charge of sales. 

The Atlanta, Birmingham and Atlantic announces that L. 
G. Scarboro is appointed general agent at Birmingham, repres- 
enting both the transportation and traffic departments. J. H. 
Dolvin is appointed commercial agent at Birmingham, suc- 
ceeding L. G. Scarboro. D. D. King is appointed traveling 
freight and passenger agent at Birmingham, succeeding J. H. 
Dolvin, promoted. 

The American Railway Association announces that the 
name of the “conference committee” for consolidation and con- 
ference as necessity may arise in Washington in connection 
with transportation and car service matters, has been changed 
to “advisory committee,” and the number of members has been 
increased so that the committee wil] consist of the following: 
W:. W. Atterbury, vice-president, Pennsylvania System; Ralph 
Budd, president, Great Northern Ry.; B. F. ‘Bush, president, 
Missouri Pacific Ry.; H. E. Byram, president, Chicago, Mil- 
waukee & St. Paul Ry.; C. R. Gray president, Union Pacific 
System; Hale Holden, president, Chicago, Burlington & Quincy 
R. R.; J. H. Hustis, president, Boston & Maine R. R.; J. Krut- 
tschnitt, chairman, executive committee, Southern Pacific Co.; 
N. D. Maher, president, Norfolk & Western Ry.; W. L. Map- 
other, president, Louisville & Nashville R. R.; C. H. Markham, 
president, Illinois Central R. R.; A. H. Smith, president, New 
York Central Lines; Daniel Willard (chairman), president, Bal- 
timore & Ohio R. R. 

James H. Noble has resigned as assistant to director of 
traffic of the Glass Container Association to become traffic 
manager of the American Bottlers of Carbonated Beverages and 
the National Mineral Water and Beverage Association, with 
offices at Washington, D. C., and New York City. 

J. C. Lincoln, Jr., has been appointed general agent of Nor- 
ton, Lilly & Company at Chicago to succeed D. L. Ewing, who 
died. 

T. J. Maloney has been appointed vice-president and gen- 
eral manager of the Illinois Northern Railway and general man- 
ager of the Chicago, West Pullman & Southern Railroad Com- 
pany, Deering Southwestern Railway, and The Owasco River 
Railway, to succeed A. G. Huckin, who died. J. E. Ryan has been 
appointed auditor of the above railroads to succeed T. J. 
Maloney. 

The A. T. & S. F. announces the appointment of R. B. 
Cunningham, assistant general freight agent at Topeka; W. H. 
Turner, division freight agent at Topeka, to succeed Mr. Cun- 
ningham; F. L. Condit, division freight agent at Atchison, to 
succeed W. H. Turner; Clark Davis, division freight agent at 
Hutchinson; and George W. Vetter, assistant division freight 
agent at Kansas City, Mo. 

Frank H. Fitzpatrick is appointed traveling freight agent 
of the Missouri, Kansas & Texas Lines at Detroit. 

J. B. Armstrong is appointed assistant general freight agent 
of the Admiral Oriental Line, with headquarters at Seattle. 


DOINGS OF THE TRAFFIC CLUBS 


At the meeting of the Traffic Club of Baltimore, March 6. 
the speaker was Capt. Charles W. Wright, local inspector of 
hulls. Department of Commerce. His subject was “Chesapeake 
Bay and Its Tributaries.” 











T. T. Harkrader, of New York, traffic manager of the Amer- 
ican Tobacco Company, was the speaker at a meeting of the 
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Traffic Club of Newark the evening of March 5. He discussed 
the question of whether rates of intercoastal steamship lines 
should be under the jurisdiction of the Commission. He reached 
the conclusion that they ‘should, though he gave arguments 
on the other side. The club voted in favor of stabilization of 
rates by regulation. 





Commissioner Joseph B. Eastman was a guest of honor at q 
dinner given by the Traffic Club of Atlanta, Feb. 28. He spoke 
of the growing cooperation of shippers and carriers in the 
work of the Commission, with special reference to the South- 
eastern class rate investigation. C. L. Cotterill presided as 
toastmaster. Remarks were also made by Henry Thurtell, at- 
torney for the Southern Railway, and W. C. Maxwell, of the 
North Carolina commission. Other guests of honor were Ex- 
aminer E. J. Wagner and R. Hudson Burr, of the Florida com- 
mission. 





The Traffic Club of Philadelphia will have an inaugural 
meeting March 12. Everett Johnson, formerly secretary of the 
state of Delaware, and others will speak. 





The Toledo Industrial Traffic League, a subsidiary branch 
of The Toledo Chamber of Commerce, composed of traffic rep 
resentatives of Toledo industries, will hold its second annual 
“get-together” dinner in the Chamber of Commerce dining 
room, Wednesday evening March 21. The League will have as 
guests J. H. Beak, executive secretary of The National Industrial 
Traffic League, Walter J. Kelley, member of the auxilliary 
committee of the Central Freight Association, and George T. 
Poor, chairman of the Public Utilities Commission of Ohio. 
These dinners are annual affairs mainly for the purpose of 
fostering cooperation and acquaintance between carriers’ and 
the shippers’ representatives. 





The El Paso Traffic Club was host to the Southwestern 
Claim Conference, meeting in the city, at a dinner the eve- 
ning of Feb. 28. There were three hundred persons present. 
An address of welcome was made by C. B. Jonz, president of 
the club. Remarks were made by Bowman Jarrott, chairman 
of the Southwestern Claim Conference; A. L. Green, special 
representative of the A. R. A. claim division; Lewis Pilcher. 
secretary of the A. R. A. claim division; F. E. Winburn, special 
representative of the A. R. A. claim division; and W. C, Fitch, 
chairman of the division. 

The Transportation Club of Louisville, March 12, will have 
a “get-together” luncheon, at which William T. Baker, vice- 
president, Harbison & Gathright, will speak. 





INTERLOCKING DIRECTORATES 


The Commission has authorized George M. Shriver to hold 
the positions of director and vice-president of the Indian Creek 
& Northern Railway Company and director or any other posi- 
tion with the Akron & Barberton Belt Railroad Company and 
numerous other carriers in addition to various offices previ- 
ously authorized. 


JANUARY RAILROAD REVENUE 


Class I railroads had a net railway operating income of 
$60,654,700 in January, which represented a return, on an annual 
basis, of 5.54 per cent. In January, 1922, the net was $29,486,000, 
which represented a return of 2.75 per cent. Operating revenues 
totaled $500,683,000 in January, an increase of 26.9 per cent over 
January, 1922, while expenses totaled $407,615,219, an increase 
of 21.1 per cent over January, 1922. 


NEW ROLLING STOCK 


Freight cars of all descriptions on order on February 15 
totaled 97,932, according to the American Railway Association. 
This was an increase of 29,600 over the number on order on 
January 1. This also was an increase of 6,578 over the total on 
order on February 1. 

Of the total number of freight cars for which orders have 
been vlaced by the railroads, 49,646 were for box cars, compared 
with 35,617 on order on January 1, or an increase of 14,029. Coal 
cars on order totaled 37,680, which is an increase since the first 
of the year of 13,462. 

Up to February 15, reports also showed that orders had been 
placed for 1,915 locomotives, which was an increase of 470 over 
the number on order on January 1. Of the total number ordered, 
1,407 were freight locomotives, 376 passenger and 132 switch 
engines. 


TELEPHONE CONSOLIDATION 


Application has been made to the Commission by the Chesa- 
peake & Potomac Telephone Company of West Virginia for aP 
proval of the acquisition by it of the telephone property formerly 
operated by the Wellsburg Home Telephone Company of Wells 
burg, W. Va. 
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EXPEDITE YOUR SHIPMENTS 


PEORIA & PEKIN UNION RAILWAY CO. 


The gateway between the Eastern 
and Western trunk line territories. 


Of the sixteen railroad lines entering Peoria, the Peoria and 
Pekin Union Railway Company, a terminal and switching 
line, is the connecting link used in the interchange of all the traffic 
between Eastern and Western lines and the greater portion of traffic 
between Northern and Southern lines passing through the Peoria gateway. 


Transfers of traffic between these many line-haul carriers are 
made within a few hours by the use of the facilities of the 
Peoria and Pekin Union, while a much longer period is required for such 
interchange of traffic through some of the larger and congested gate- 
ways. Traffic is handled with sufficient dispatch to avoid congestion, thus 


affording regular and expeditious service in the movement of all through 
traffic. 


Peoria and Pekin Union Railway Company has unexcelled 


facilities for carrying on local and industrial traffic at and 
between Peoria and Pekin, Illinois and serves efficiently all industries 
located upon its rails. 


DISTRIBUTION 
in the Middle West 


Peoria—the logical point of dis- 
tribution; within easy shipping 
distance to all the principal cities 
in the Middle West. Excellent 
railroad facilities and careful, re- 


125,000 Feet of Fireproof Storage Space liable fireproof warehouse service 
LARGEST FIREPROOF WAREHOUSE IN ILLINOIS 


(Member A. W. A.) Outside of Chicago 


Use Federal Service to expedite your Freight Distribution. Shipping connections with 
14 Steam Railroads, 2 Electric Railroads, 2 Steamboat Lines 


xo Federal Warehouse Company 0 
CONGESTION PEORIA, ILLINOIS a 


We are satisfied if our service is equal to that of our wonderful terminal facilities. Our integrity your protection 
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HARDING AND SHOP STRIKE 


The Trafic World Washington Bureau 


President Harding sees no reason why railroads that have 
refused to take back railway shopmen who went on strike July 
1, 1922, should not effect settlements with these men on the 
basis of settlements made by other railroads. He so informed 
Stephen E. Connor, secretary of the federated shopcrafts of the 
Central Railroad of New Jersey, in a letter written just before he 
left for Florida March 5. The letter, which was made public at 
the White House March 6, follows: 


You letter of March 3 comes to hand just as I am about leaving 
for the south, but I am glad of the opportunity it affords me to 
express my sentiment on this subject. You tell me that the shop 
crafts of the New Jersey Central Railroad are staging a relief fund 
movement, and ask me to send my autographed photograph. I am 
gladly complying. 

It is occasion of intense regret that the settlement of the shop 
crafts strike, which has been effected on the larger part of the rail- 
road systems and the mileage of the country, has not been found 
possible on all the rest. : 

I do not find myself able to discern any adequate question of 
principle which could justify a minority of the interests involved in 
this distressing situation in refusing to make settlements similar to 
those which have been made by the majority. The information which 
reaches me. brings the conviction that continued failure to make 
settlement is largely responsible for unfortunate conditions as to 
railroad movements in some areas, and for interrupted deliveries of 
coal during the winter, with resultant suffering to many communities 
and much demoralization to industry. It is a situation which seems 
certain to become more serious unless effective measures are found 
for the early ameliorization. 


Senator Sheppard of Texas offered a resolution calling on the 
President, “in his discretion, to renew his good offices in bringing 
about a settlement of pending controversies between certain 
railroads and railway shopmen.” 

“T wish to say that the differences between the railroads and 
the shopmen are still pending,” said Senator Sheppard, “and 
that great numbers of shopmen are still out of employment. The 
controversy has not as yet been settled. I hope to have the Sen- 
ate pass the resolution before we adjourn. I have been ap- 
pealed to by many citizens of my state to secure action from 
Congress in this matter, if possible, before the coming adjourn- 
ment.” 

The Senate, March 4, without debate, agreed to the resolu- 
tion offered by. Senator Sheppard. 


WAGE STATISTICS 


In a summary explaining its wage statistics for December, 
the bureau of statistics of the Commission said: 





Returns from Class I railroads for the month of December, 1922, 
show a total of 1,788,590 employes, a decrease of 31,873, or 1.8 per cent, 
as compared with November employment. The total compensation 
was $247,672,515, a decrease of $1,614,198, or 0.6 per cent. 

Owing to seasonal fluctuation, the number of employes in the 
maintenance of way and structures group shows a decrease of 46,473. 

The employment in the maintenance of equipment and stores group 
continues to increase, the number of employes being greater in De- 
embr, 1922, than in any other month reported under the new classifi- 
cation. F 

Forty-two roads reported $2,850,847 in payments to employes for 
loyal service performed during the shopmen’s strike, which amount is 
not included in this summary. : 

Compared with the previous month, the increase or decrease (D) 
in the number of employes, by groups, was as follows: 

Executives, officials and staff assistants................ce eee eeee 67 
Professional, clerical and general...........c. sce cee sees cccvees D 2,049 
Maintenance of way and structures 


ee ada ties ahete:g «gh onus batsaommdoeraie D 46,473 
Maintenance of equipment and stores .......... 2s eee eeeeeeeeee 12,644 
Transportation (other than train, engine and yard)............ D 1,783 
Transportation (yardmasters, switch tenders and hostlers).... 444 
Transportation (train and engine service)...........eeeseeees 5,277 

TERR GOO. 6 6 ci nick 00.0 crt eesctsas selene ee ee - -D31,873 


A comparison of the number of employes and their compensation, 
by months, follows: 
CLASS I STEAM ROADS 


No. of Total 

Month Employes Compensation 
I Do atin ec gua Re ee 9 Sees a See 1,637,151 $214,921,396 
We” WHEE hc credo hc dtp sn oss hsb ded cobb eles 1,552,014 205,178,639 
EE ED © ora, « o vias. 04S deee-o be so ea Uwe mete 1,545,040 194,523,427 
TOME, 63ici4% 6b -4:5 cs Ca-eete sale st0:k «6 eee eae 1,570,158 216,704,408 
0 SE es ere ee rs ee 1,578,133 203,413,071 
I ihe ci aiingia dies 66 Saree. 6di0. 0:0 64.0 0N a eh e ee 1,628,228 216,672,028 
Ne al rina te claruce.0.@ nce dlaleuk es: 4ie. ka eee Rane aT 1,685,414 222,932,689 
bo Se eres ater Tete ak ee eT 1,467,824 193,571,244 
(Lig a Rei a a RS a & A PRE. 1,594,074 224,976,664 
hi iat. oi a"e uw eaves nano iam 1,708,591 238,735,394 
- 3 Se ee eee ee 1,804,315 255,514,000 
i EEN REESE Coca reenter tc. 1,820,463 249,286,713 
December, 1922 


247,672,515 
*Excludes Detroit, Toledo & Ironton Railroad. 


ROBINSON ON RAILROADS 


The Trafic World Washington Bureau 


Senator Robinson, of Arkansas, who is slated to succeed 
Senator Underwood, of Alabama, as Democratic leader in the 
Senate, in condemning the work of Congress at the closing ses- 
sion, had the following to say with regard to the raiyoads: 


The country is facing a breakdown of railway transportation 
facilities. EXxxcessive rates, both as to freights and passengers, em- 
barrass business. There may have been—indeed, there was, immedi- 


ately following the armistice—justification for increased railroad 
charges. 
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In the Cummins-Esch act the Congress sought to place the 
finances of the railroads on a secure basis. The problem presenteq 
great. difficulties; and if the act had been applied by the railway 
executives in a friendly spirit, success might have resulted. Their 
course, however, has been calculated to-arouse and stimulate public 
sentiment against the transportation act, so that if the measure were 
now to come before the Congress it could not command a majority 
in either House. There has been indifference to effecting essential 
economies in railway operations with the result that the nation’s com. 
merce is being strangled by excessive freight rates. No disposition hag 
been manifested by the administration to force an issue respecting 
these conditions. Through special session and through regular session 
nothing has been done to afford relief. Throughout the South, Middle 
West, and West the return of prosperity is prevented by unfavorable 
transportation conditions. Little has been done to relieve the lack 
of transportation service arising from car shortage and bad-order 
condition of other equipment. 

The principle underlying the Cummins-Esch act is greater yni- 
fication and co-operation in the management and operation of railway 
systems. There ought to be prompt and general reductions in 
transportation charges. Nothing else can avert the culmination in 
stringent legislation of the growing sentiment on this subject. With 
apparent blindness to the losses which thousands of shippers have 
experienced, because of inability to procure cars, there has been no 
concerted action on the part of the railway managements to provide 
a remedy. 

The difficulties connected with the subject are not to be mini- 
mized, nor should they be made the football of partisanship and 
prejudice. An efficient transportation system is essential, indeed 
indispensable, to the comfort and prosperity of the whole people, 
Without it enterprise will continue to languish. The demand for 
public ownership and operation—a policy in conflict with the funda- 
mental principles of American institutions—is gathering volume. The 
people of the country are groaning under transportation conditions 
which have compelled them to suffer untold losses. . 

_ Those chargeable with the formation of policies in railway opera- 
tions seem utterly unconscious of their responsibilities. They resist 
every effort of the public to secure relief. 

To illustrate: The demand for interchangeable mileage books, at 
cost reasonably reduced below regular passenger rates, comes from 
many millions of travelers on railroads. Every technical obstruction 
of a legal nature is to be thrown in the way of the wholesome ar- 
rangement contemplated by interchangeable mileage books because 
the railway executives fear additional consessions will be exacted. 

The Pullman surcharge, designed to discourage travel as well as 
to increase railway revenues, is still collected, and it has been im- 
possible during the present short session to secure consideration of 
legislation to prevent this unjustified tax on comfort and convenience. 

No effort whatever has been made by the administration to induce 
an effective arrangement among the railways for avoiding the losses 
resulting from car shortage. Adequate railroad facilities can not 
be furnished at rates which the public and shippers are justified in 
paying until the carriers recognize their mutual obligations to one 
another and their duty to the country to operate with some regard 
for the necessity of producing a national transportation system. 

_ Neither the carriers nor the government during the present ad- 
ministration have done anything to bring about conditions which will 
mean lower freight rates or better service. 


TAXATION OF RAILROADS 


Senator Calder, of New York, has had printed in the Con- 
gressional Record a set of resolutions adopted by the New York 
Board of Trade and Transportation commending Senator Borah, 
of Idaho, for calling attention to the fact that increased taxation 


pe! — railroads makes rate reductions difficult. The resolutions 
ollow: 





Whereas Senator Borah, in the course of a speech in the United 
States Senate on December 21 last, said: 

‘We discuss considerably in these days the question of reduciag 
freight rates; and the reduction of freight rates is an indispensable 
step in the recovery of our producing classes, because at the present 
time the freight rates are such as to take away all possible profit 
from that which they may produce. It will be very difficult to reduce 
freight rates if we continue in this country to increase taxes upon 
railroads as we have for the last four years. More than one-half of 


all the net earnings of the railroads which I shall mentoin was taken 
during the last year to pay taxes’; and 


, 


Whereas the roads mentioned by the Senator are: The Santa Fe, 
the Chicago & North Western, the Chicago, Milwaukee & St. Paul, the 
Great Northern, the Southern Pacific, and the Union Pacific; and 

Whereas the Senator points out also that in the State of Idaho 
taxes on the railroads were $540 per mile in 1916, but had risen to 
$1,458 per mile in 1920; in Oregon the taxes per mile on the roads were 
$530 in 1916, but had risen to $1,061 in 1920; in Washington, $772 in 
1916 and $1,709 in 1920; and 

Whereas while these illustrations were drawn only from western 
roads, the burden of taxation is in fact nation-wide. The taxation 
per mile of line on class 1 roads throughout the country was $680.12 
in 1916; it was $921.28 in 1917; $956.09 in 1918; $994.36 in 1919; $1,159.08 
in 1920, and $1,179.05 in 1921; and 

Whereas the total burden of taxation of class 1 roads for 1916 was 
$157,113.372; in 1917 the total taxation was $213,920,095; in 1918 it was 
$223,175,379; in 1919, $232,601,396; in 1920, $272,061.453; in 1921, $275,- 
882,150; and for class 1 roads the total taxes in 1921 were almost three 
times as great as in 1911: Therefore be it : 

Resolved by the New York Board of Trade and Transportation, 
That we cordially commend Senator Borah for calling the attenti® 
of the Congress to the excessive increase of taxation levied upon pe 
railroads of the country in recent years and we hartily approve at 
views in this respect and commend his efforts to show the people t 
by such excessive burdens the railroads and the Interstate Commerce 
Commission are seriously hindered in their desire to meet the neoe? 
and demands of the country for a reduction of railroad rates = 
passenger fares, which of necessity must be paid by the shippers a 
passengers. £ the 

Resolved, That we extend to Senator Borah the assurance 0) he 
support of this board in this respect and express the hope tha on 
will continue his laudable efforts, in which we hereby pledge him 
fullest cooperation. 


Our Washington Office is your Washington — 
if you are a subscriber to THE DAILY TRAFFI 
WORLD. 
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MEMPHIS, TENN. ° “mssisstert vattey 
The South’s Most Centrally Located Distributing Point is 

THE MEMPHIS TERMINAL CORPORATION 
Operating the South’s Largest Merchandise Warehouses 


Offering Unexcelled Storage and Reshipping Facilities at Reasonable Storage Rates, Lowest Insur- 
ance Rates. Buildings Concrete, Automatically Sprinklered. Trackage Facilities 500 Cars. 
Within the City Switching Limits. 

















SERVED BY 
Chicago, Rock Island & Pacific R.R. 
Illinois Central R. R. 
Louisville & Nashville R.R. 






Missouri-Pacific R. 

Mobile & Ohio R. R. 

Nashville, Chattanooga & St. Louis Ry. 

Southern Railway 

St. Louis, San Francisco R.R. 

St. Louis, Southwestern R.R. 

Yazoo & Mississippi Valley R.R. 

Mississippi-Warrior Service ie-- 
(Federal Barge Line) il 


NO CONGESTION }%,. 
NO DELAYS ‘= 


(Member American Warehousemen’s Ass’n) 


Mail Address 
Memphis Terminal 


















S SRE INEWMEXICO ! 
Corporation x ways oh ah 
General Offices: # ' ~ eS ee 
5th Floor, Central Bank Bldg. X. » BA <~& 
Memphis, Tenn. > — 






Pacific Coast Developments 


The PORT OF TACOMA announces the opening 
early this spring of its Shed No. One on Pier Two. This : 
fireproof structure, 180x1040 ft. in size,equipped with the | 
most modern cargo handling machinery, will enable | 
carriers and shippers of general cargo to partake of the 


Service that has placed open storage Pier One well in the 
lead of ocean terminals of its nature. 


Tariffs and particulars mailed on request. 


PORT OF TACOMA 


Tacoma, U.'S. A. 
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i RAILROADS AS BUYERS 


The Trafie World Washington Bureau 

According to estimates submitted to the President’s Confer- 
ence Committee, the railroads of the country buy one-fourth of 
the coal output of the United States, and one-ninth of the output 
of petroleum fuel oil to cover their fuel needs; about 30 per cent 
of the iron and steel, directly and indirectly, and at least 25 per 
cent of the lumber produced. The amounts of other commodities 
used, such as brass and copper, were not estimated by Julius H. 
Parmelee, director of the Bureau of Railway Economics. He 
prepared the estimates for inclusion in a chapter of a report on 
unemployment and business cycles submitted by the Bureau of 
Economic Research to the railroad presidents’ organization. 

These figures were obtained by means of reports from the 
larger railroads. They were asked to report the number of units 
of various commodities bought by them each year from 1910 to 
1915, when things were supposed to be normal. Thirty-nine rail- 
roads having operating expenses and trackage amounting to 
about 51 per cent of the total reported. The amounts reported 
by them were inflated by the ratio their trackage and operating 
expenses bore to the total percentage of operating expenses of 
all steam railways. 

As part of the underlying data, Mr. Parmelee assembled fig- 
ures showing the purchases of equipment in various periods. 
They showed that between 1912 and 1921 the Class I roads in- 
creased the number of locomotives only 12 per cent, but the 
tractive power of engines increased 45 per cent. In the same 
way he pointed out that while the number of freight cars in- 
creasd only 9 per cent their aggregate capacity rose 26 per cent. 

From 1915 to 1920 the average purchase of coal by the rail- 
roads was 143,290,000 net tons of soft coal, or 27.8 per cent of the 
total production. The purchase of hard and soft coal, he said, 
totalled 24.5 per cent of the whole production of the two kinds 
combined. In the ten years from 1910 to 1920 the average pur- 
chase of fuel oil was 36,064,000 barrels, or, as figured by Mr. 
Parmelee, 11.8 per cent of the total production. The average in 
the first five years of that decade was 30,327,000 barrels or 48.3 
per cent. 

In the five-year period from 1910 to 1915 the railways bought, 
on an average 2,580,000 net tons of steel rails each year and 
2,565,000 tons of other iron and steel products. The report said 
it seemed reasonable to estimate the purchases of iron and steel 
directly at from 12 to 15 per cent and directly and indirectly 
together 30 per cent, because the iron and steel used in equip- 
ment, nor any of the large amount of construction handled under 
contract, could be accurately ascertained. Although most of the 
lumber used by railroads is bought indirectly, the report said it 
seemed safe to estimate the consumption at one-fourth of the 
production. 


SETTLEMENTS WITH CARRIERS 


The Treasury’s monthly statement on payments to railroads 
under the transportation act shows that, up to March 1, a total 
of $795,036,834.84 had been paid, divided as follows: Reim- 
bursement of deficits, $6,253,039.33; guaranty for six mosths fol- 
lowing federal control, $457,555,128.51, and loans, $331,228,667. 
Repayments on loans have been made to the extent of $141,013,- 
497. 

The report showed for the first time the carriers which 
have paid into the Treasury excess earnings during the guar- 
anty period pursuant to the provisions of section 209 (d) of the 
transportation act. The carriers and the amount of excess over 
the guaranteed return follows: Ahnapee & Western, $2,940.39; 
Kewaunee, Green Bay & Western, $260.50, and the Lake Tahoe 
Railway & Transportation Co., $5,004.28, making a total of $8,- 
205.12 paid into the treasury. 


Payments made during February were as follows: 
Section 204 (Deficits): 





ee I ON Oo onc ccc secncdevciccececsctusececes 8,024.90 
Lake Tahoe Railway & Transportation Co............eeeeees 24,081.13 
Mississippi River & Bonne Terre Railway................ 175,910.23 
Rowlesburg & Southern Railroad Co..........cccceccccccues 7,738.36 
Momomen Ge Gormneie NSMTORE CO. . cccccccsccccvccccccvcece 253,440.53 
White Sulphur & Huntersville Railroad Co................ 770.51 
Section 209 (Guaranty): 
Alabama & Northern Railway Company............sseseeees 3,196.65 
Atlantic & Western Railroad Company...................+. 4,338.51 
Chicago, Rock Island & Pacific Railway Co............... 725,578.49 
Green Bay & Western Railroad Co...........cesceecees 141,811.30 
pT aa ae ee ee 55,307.96 
Mount Jewett, Kinzua & Riterville R. R. Co................. 9,220.83 
cE eB RB US OU TB oe eee 111,057.30 
Sharpsville Railroad Company, Receiver.................-. 20,374.23 
es ee ad ak pee b erie anes cede teeeds 8,026.97 


Wheeling & Lake Erie Railway Co 871,068.86 
ee OTE OTET ETC 16,011.18 





OGG BURVOU BAPE BEMUTOR Ci. o 5 oc 6 ccc ods ties illo os cee oes 2,372.02 

Maxton Alma & Southbound Railroad 4,406.04 

DT Oe ea EE i eee a eee 19,206.78 

EsOUiInvinle G& WMOSMVille FAMrOAd Cou... cccccccsscccccccece 2,181,061.69 
Section 210 (Loans): 

New York, New Haven & Hartford Railroad Co............. 2,200,000.00 
Section 212 (Partial guaranty and deficit payments): 

Charlotte, Monroe & Columbia R. R. Co........ccccecccccees 7,000.00 

TS Oe SS eae 18,000.00 

Chicago Great Western Railroad Co..........ccccccceceeceee 125,000,00 


East & West Coast Railway 17,000.00 
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ROT RG, CMEEOL GC GIUNE TEMIEWOOY 5. 6.6-0.05.0:0 56 ebcc0s0ssicdeeees 
Macon, Dublin & Savannah Railroad Co.............eeeee8: 


40,000. 
Raleigh & Charleston Railroad Co..........cccceeeeeeeceeees 18'D0nee 
Tampa & Gulf Coast Railroad Co 97,500.00 


Tampa Northern Railroad Co 25,000.00 


Be RTO he I ay a ce EE Peis Beers Pree aK! $7,214,504.47 


The Railroad Administration reports the following final 
settlements, and has paid out and received from the several 
roads the following amounts: Rutland Railroad Company, 
$350,000; Joplin Union Depot Company, $18,000; Indiana Harbor 
Belt Railroad Company paid Director-General, $495,000; South 
San Francisco Belt Railway Company, $5,500; Nacogdoches & 
Southeastern Railroad Company, $3,000; Little Rock, Maumelle 
& Western Railroad Company, $8,000; Wyandotte Southern 
Railroad Company, $1,700; Rowlesburg & Southern Railroad 
Company, $2,000. 

The Commission has certified to the Secretary of the Treas- 
ury that $8.948.22 is due the Mount Jewett, Kinzua & Riterville 
Railroad Company under section 204 of the transportation act 
and that the carrier owes the President $2,752.21. 

The Commission has certified to the Secretary of the Treas- 
ury that $39,104.25 will make good the guaranty to the Toledo, 
Peoria & Western. Advance partial payments to this carrier 
on account of the guaranty totaled $175,000. 


BRITISH RAILWAY REORGANIZATION 


Marked progress in the reorganization of British railways 
under the railways act of 1921 is reported to the Department 
of Commerce by Assistant Trade Commissioner H. B. Allin 
Smith, London. The most significant innovations provided for 
in the act are: The reorganization of all lines into four large 
geographical systems; the periodical revision of traffic charges , 
through the Railway Rates Tribunal; and the adjudication of ' 
railway labor problems through central and national wages 
boards. ‘ 

The reorganization of approximately 120 systems into four 
aims at uniformity, efficiency and economy of operating con- 
ditions as the logical means of achieving financial stability. The 
major groups, known as the Southern Railway Company, the 
Great Western Railway Company, the London, Midland & Scot- 
tish Railway Company, and the London & North Eastern Rail- 
way Company, were practically formed at the close of 1922. The 
first and last groups, having the approval of the Amalgamation 
Tribunal, are to operate finally as such from January 1, 1923. 
The second group awaits the approval of some few absorption 
schemes, and the third group is approaching complete amalga- 
mation. Both may be antedated by the tribunal to operate from 
January 1, 1923. 

The first task in connection with the revision of rates has 
been the reclassification of merchandise into twenty-one instead 
of eight groups. The act stipulates that charges shall be levied 
sufficient to provide annual-net standard revenue equivalent to 
the net revenue of 1913, allowance being made for additional 
capital outlay. Of any surplus above that net revenue, 20 per 
cent goes to the companies, while the remaining 80 per cent 
must be applied to benefit railway users, either in reduced 
charges or in more efficient service. 

Several substantial concessions on rates were made in 1922. 
These, however, have so far brought relief in freight rates to 
few trades outside of the iron and steel industry. There the 
new rates range from 44 to 68 per cent above pre-war levels. 
Passenger traffic has had to wait for the opening of 1923 for its 
first appreciable cut in fares, the revised first class rate at 24d. 
per mile and third class at 14%4d. per mile, making a uniform 
basis of 50 per cent over pre-war. 

Through the decision of the National Wages Board in 1920, 
wages of railway employes were put on a new post-war basis 
that keeps them much higher in proportion to 1913 than the 
average level in other British industries. Wages at the end 
of 1922 were between 100 per cent and 125 per cent above 
pre-war scales, while the cost of living index stands at only-80 
per cent over 1914. 


oy 
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POSTAGE ON OLD FREIGHT BILLS ; 

The Post Office Department has made the following rul- 
ing. 

It has come to attention that packages of old freight bills filled 
out in handwriting or typewriting and carbon copies thereof sent. to 
traffic bureaus for auditing are erroneously being accepted for mailing 
at some postoffices as fourth class or parcel post matter, while under 
the provisions of section 398, Postal Laws and Regulations, = 
freight bills are first class matter and subject to postage at the rate 
of 2 cents an ounce or fraction of an ounce. . 

Postmasters are requested to see that the proper rate of postas' 
is required on packages of such matter. 


C. & O. EXTENSION 

The Chesapeake & Ohio has applied to the Commission for 
authority to extend the Gauley Branch of the C. & O. up the 
Gauley River 10.6 miles beyond Bryce, W. Va. The company 
said that the territory to be served was now inaccessible bY 
railroad; that it was a virgin first-growth timber country, = 
that the land was underlaid by what was known as New Rive 
coal. 
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THE LOGICAL ROUTE 
Through Los Angeles Harbor 


With its millions of dollars worth of waterfront improvements and with its thousands of feet of wharves of 
which more than 15,000 feet are owned by the city, the Harbor of Los Angeles offers manufacturers and 
traders a gateway to and from world ports that is unequalled in the great Pacific Southwest. 
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The City of Los Angeles owns and operates eight transit sheds having a uniform width of 100 feet and a com- 
bined length of 6,000 feet. 


The entire waterfront is served on equal terms by the Santa Fe, Southern Pacific, Union Pacific and Pacific 


Electric Railway Companies through the Municipal Terminal System which has approximately 25 miles of 
trackage. 


Fifty-five steamship services reach from the Harbor of Los Angeles to more than 100 world markets. 


For these reasons and many others, DIRECT YOUR SHIPMENTS VIA THE LOGICAL ROUTE. 


Write at once for a free illustrated book 
and port maps giving complete informa- os 
tion on the port facilities and charges. 


BOARD OF HARBOR COMMISSIONERS 


LOS ANGELES, U. S. A. 


“We Need Direct Representation— 
at Washington,” says one 


It is remarkable what a fund of information, 
of assistance to us and every shipper, is con- 
tained in the Government’s archives. We use 
them daily—must in order to keep our clients 
posted. We settle every day for this clientele 
questions of rates, law, traffic and statistics. 


If a shipper, you face the same questions. 
Have you tried our service? 


THE TRAFFIC SERVICE CORPORATION 


SERVICE DEPARTMENT 


505 Colorado Blidg., WASHINGTON, D. C. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





CHECKING FREIGHT BILLS 
Editor The Traffic Worid: 

I note there has been a great deal said in the last few 
numbers of The Traffic World about the need for checking up 
and pushing claims against the railroads. I want to tell you 
about an experience I had some ten years ago in this connec- 
tion. I was then manager of the traffic bureau of the Com- 
mercial Club of Omaha and had as my assistant the present 
manager, Mr. Childe. We started to check expense bills and 
handle claims for our members. Among these was a dear old 
fellow named Welch, who was the head of the Omaha Cooperage 
Company. One day he brought in a bunch of expense bills 
to be audited and said with a chuckle: “You won’t get any- 
thing out of this pile. I had it audited by a fellow in Chicago 
and he dug up $300, which we divided fifty-fifty. Another 
fellow came along and, although I told him about the first audit, 
he insisted on giving the bills a second one. I let him do it 
and he dug up $100, which we divided fifty-fifty. If you can 
get any more out of these bills, do it.” 

Mr. Childe went to work on the bills and ascertained that 
the Omaha Cooperage Company had paid switching charges of 
$4 a car on 200 cars without any tariff authority for so doing 
and the railroad that did the switching refunded the money 
to the Omaha Cooperage Company, very much to the astonish- 
ment of Mr. Welch and the gratification fo Mr. Childe. 

I have always regarded this story as the classic answer to 
any criticism of the checking up of railroad accounts. Possibly 
it also supplies a reason why some claim agents object to the 
check being made. 


Washington, D. C., March 7, 1923. E. J. McVann. 


ACCOUNTING CIRCULAR NO. 168 


Editor The Traffic World: 

The Commission held, in its report in Sligo Iron Store 
Company vs Director General (62 I. C. C. 643) that, where a 
tariff naming one of the factors of the combination rate con- 
tained the so-called combination rule or makes reference to 
a tariff containing such a rule, which provides for the appli- 
cation of the General Order No. 28 increase to the rate as a 
whole rather than to each factor, there is a holding out to the 
shipper of the rate so constructed, which should be protected, 
and in its report on reargument in 73 I. C. C. 551, the Com- 
mission affirmed the previous holding. 

The Director-General however, declined to accept the de- 
cision of the Commission and, by his accounting Circular, No. 
oe carriers are instructed to make no refunds under said de- 
cision. 

This, as I understand it, means that the numerous awards 
made by the Commission will not be paid until the courts 
force the administration to do so. We are wondering how 
much longer the shippers and receivers of goods throughout 
our country will be obliged to see this farce carried on by 
the administration. Perhaps some of your readers may have 
some inside information and can tell those interested whether 
this motion on the part of the administration is made in good 
faith or to prolong the life of the administration. 

We believe that President Harding has stopped several 


“leaks” in Washington, and we are wondering why such as 
this is escaping his eye. 


L. C. Smith. 


Traffic Manager, Taylor Coal Co. 
Des Moines, Ia., March 6, 1923. 


SANE REGULATION 
Editor The Traffic World: 

A more or less distinguished senator from one of the best 
advertised states has recently introduced a bill in the U. §. 
Senate, making it unlawful for any carrier to declare any divi- 
dend without first obtaining from the Interstate Commerce Com- 
mission a certificate stating that “said Commission, upon in- 
vestigation and after a public hearing, held upon not less than 
thirty days’ notice to the public, has found that said carrier is 
adequately equipped. in all respects to meet the reasonable re- 
quirements of the public which it serves. No such certificate 
—_— permit or suffice for the declaration of more than one divi- 

end.” 

What does the distinguished senator consider as adequate 
equipment? To what extent does he think carriers should pro- 


vide equipment to be used as storage for the products of the 
grain fields of the west, the lumber mills of the south and west, 
the fruits and vegetables of the south and west? 


It is a well known fact, to any one at all familiar with 
transportation, which the senator can readily confirm by a few 
inquiries, that the grain elevators along the railroads in the 
big grain producing areas are inadequate to hold the amount of 
grain produced, necessitating the movement of grain concur. 
rently with the threshing after harvest to a large degree. That 
is why shippers in the manufacturing centers so frequently find 
themselves facing a serious car shortage, because all box cars are 
rushed to the grain fields for some weeks after harvest. 


Why should not the grain growers of the west, through their 
Association, ereet warehouses enough to house their crop when 
harvested, the same as farmers in the east do? They could then 
hold their grain until market conditions were right, and shippers 
all over the country would be able to receive a fairer percentage 
of car requirements; likewise with lumber, which is largely a 
movement direet from saw to car, and then moved to some center 
like Cairo, Ill.. from the southwest and reconsigned in transit, 
sometimes to final destination, and often to an eastern or north- 
ern center, from which point it is again reconsigned. 


Are the earriers to be required to move the apple crop of the 
entire country within a few short weeks of harvest time, not- 
withstanding the fact that the crop in question will be marketed 
to the ultimate consumer over a period of eight or nine months? 
Because the apple growers of the northwest do not provide suit- 
able storage for their crops, must the carrier furnish the stor- 
age? The fundamental function of a carrier is to transport goods 
from one point to another. Many wildeyed legislators and, un- 
happily, a good many shippers, seem to think that the first duty 
of a carrier is to provide storage in cars and freight houses until 


the shipper or consignee sees fit, in his own good time, to move 
the freight. 


The proposition submitted by the senator in question is of 
a piece with much other equally foolish and absurd legislation 
harassing the carriers at the present time. 


One hundred and thirty-four bills—mayhap one hundred 
and thirty-five, if the senator’s be included—are before Congress 
at this moment for the further regulation of the carriers. Is it 
not about time for the business interests of the country to 
awake to the menace to sound legitimate business that lies in 
over regulation of carriers? If the senator’s proposal is carried, 
from what source is to come new capital needed by the carriers 
for further development to keen pace with the growth of busi- 
ness? Capital has learned, in the past twenty years to be shy 
of investment in railroad securities. and with good reason. 

It is time to get back to safe and sane principles, to put an 
end to radicalism, and get down to a basis of constructive con- 
servation. The greatest development of the carriers came when 
they were free from the mass of ill-considered regulation that Is 
slowly and surely strangling them to death or. what is infinitely 
worse than our present situation, leading to government owner- 
ship. God save the mark!’ 

Abolish the labor board! Let the carriers and their men 
get back to a basis of man to man dealing, without the inter- 
vention of the walking delegate, or the outsider! There is n0 
more justification for a labor board to fix wages of railroad em- 
ployes, than there is for a board to fix the wages of the clerks 
in a department store or of the employes in any of our big it 
dustrial concerns. It is class legislation of the most vicious type. 
Give the carriers a chance to breathe and shut off the flood of 
regulatory legislation, and repeal most of that which is now 0 
the statute books. Let the Commission function to prevent re 
bates and discriminations and supervise the issuance of neW 
securities and the building of new lines. 

Forget the proposed consolidation into a limited number of 
big systems. Most of the really big systems are already too 
big to function properly, and increasing their size is not the 
remedy for the ills that afflict them. ‘The immediate remedy 
is to give to the carriers the freedom of action that is so vital 
to other business, in harmony with the spirit of our free insti- 
tutions. 

Individual initiative, reaching its highest development only 
in America, has made us the greatest, richest nation in the world. 
While we talk of ship subsidy, to build up an American merchant 
marine, let us give some serious thought to the railroads, which 
more intimately touch both our national and individual life. 


y. 
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DALLAS 


THE CHOSEN CITY 


for the 


National Industrial Trattic League 
Spring Meeting 


APRIL 18-19, 1923 


We want every commercial and industrial traffic man in the United States to come 
to Dallas. One look means a lot. Whether you are a member of the National Industrial 
Traffic League or not, you should be represented at this meeting. 





Dallas has a trade territory with 2,000,000 people within a 100-mile radius, and 10,000,000 people 
within 24 hours’ travel. Dallas, ranking 42nd in population in 1920, is the 15th largest jobbing 
center in the nation, with wholesale business of $600,000,000 in 1921. Dallas’ wholesale trade 
territory produced $5,000,000,000 worth of wealth in 1921, or $500 worth for each individual. Dallas 
is within easy overnight travel of fields producing more than one-half of the oil of the United States. 
Dallas is the logical gateway to commerce with Mexico. 


The National Industrial Traffic League is an organization composed of Industrial and Commercial Traffic Men 
for the betterment of transportation and traffic conditions. Active committees are handling matters of vital importance 
to manufacturers, jobbers and merchants, and at the meeting, April 18th and 19th, these committees will report on 
their activities. Among these committees are: 


Bill of Lading Demurrage and Storage 
Classification Diversion and Reconsignment 
Export and Import Express 

Freight Claims Highway and Inland Water 
Legislative Rates and Tariff Construction 
Merchant Marine Passenger Traffic 


Address inquiries to J. H. Beek, Executive Secretary, 111 W. Washington St., Chicago, Ill., or Transportation 
Department, Dallas Chamber of Commerce, Dallas, Texas. 


Dallas offers unexcelled storage and distribution facilities for the Southwestern Territory and invites you to visit 


us and make a critical inspection. Details as to territory and rates quoted upon inquiry to the following transfer 
and storage companies of Dallas: 







American Transfer & Storage Co. Fry Storage & Transfer Co. 
Dallas Storage & Warehouse Co. Inter-State Forwarding Co. 
Dallas Transfer Company Merchants Fireproof Storage Co. 
Edwards Transfer Company Nichols-Gillett Transfer Co. 


Empire Transfer & Storage Co. ’ Steger Transfer Company 
Pulliam Transfer & Storage Co. 





Reduced Round Trip Rates From All Points 
in the United States to Dallas for this Meeting 


awe 
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The railroads do not need subsidy. They only need to be made 
immune for a time, from insane regulation. 
R. G. Kreitler, 


Traffic Commissioner, Canton Chamber of Commerce, 
Canton, Ohio, Feb. 26, 1923. 


PERISHABLE FREIGHT CLAIMS 
Editor The Traffic World: 

I have read with interest a number of the speeches and 
articles which have been printed in your valuable paper on 
the subject of perishable freight claims. I have been asked 
in my capacity of the chairman of the transportation com- 
mittee of the National League of Commission Merchants to 
make a statement on this subject and I will appreciate it if 
you will see fit to find space to publish same. 

I have listened to and read a number of the statements 
that have been issued by the railroad officials in the last 
several months regarding perishable freight claims. I am not 
disposed to rely upon these statements as reflecting the gen- 
eral opinion of the railroad fraternity. There is no question 
but that a number of claims have been filed on perishables 
during the last several years and this is a perfectly natural 
condition, in my mind, inasmuch as carriers, as a whole, can- 
not but confess that the transportation service afforded ship- 
pers and distributors of perishables has been far short of the 
usual standard. While service of this character may not have 
had a damaging effect upon other commodities, the poor trans- 
portation services we have received during the past several 
years has been one of the most important factors we have 
had to contend with in the perishable business. 

Regardless of the service now being given by the car- 
riers, the rigid common law liability of the carriers has not 
changed one iota. It might be kept in mind that the present 
liability of carriers is not a creation of the perishable industry, 
but, on the contrary, is a well developed growth of the past 
four hundred years and is the sifted opinion of thousands of 
courts. Some one has said that “law is nothing more or less 
than the accumulation of the centuries of experience and com- 
mon sense.” We are, therefore, at a loss to account for the 
attempts of the carriers to shift their established liability 
arising from bad service upon the shoulders of shippers and 
receivers. 

The propaganda now being put forth by some carriers 
would seem to indicate that practically all revenue from freight 
was being paid back on loss and damage claims. This is sadly 
exaggerated. We note from a recent published statement that 
the carriers in 1919 and 1920 were paying something like 
one hundred to one hundred and twenty million dollars an- 
nually during that period, which, we must remember, was the 
period of federal control. During the year 1922 loss and dam- 
age claims on all classes of freight amounted to fifty million 
dollars. There was absolutely no objection made to the pay- 
ment of claims during 1919 and 1920. Apparently it has made 
considerable difference since Uncle Sam has not been footing 
the bill. Even if all the amount paid during 1922 was paid 
on perishable claims, it would only be a small percentage of the 
entire revenue realized on that class of traffic. It will be 
seen, therefore, that there has been a well defined attempt tv 
create a misunderstanding among the general public as to the 
nature and amount of perishable freight claims. In analyzing 
the figures during the past five years I have noticed that the 
amount of payments seem to increase or decrease almost in 
direct ratio to the character of service being rendered. 

I have still in mind the situation in the summer of 1921 when 
the carriers were giving possibly better service than any time 
since 1914. Many statements were being made to me at tha’ 
time by railroad officials and handlers of perishables to the 
effect that the perishable claim account was almost negligibre. 
Immediately following that period, the service disintegrated, 
for various reasons, the most important of which was prob- 
ably disputes between the carriers and labor on questions’ of 


policy which in brief, were questions of convenience to the car- 
riers. 


It seems to me as though the reputation and square deal- 
ing of the majority of the shippers and the receivers of produce 
in the United States is too well established to discuss or ques- 
tion at this time. Any attempts to discuss such a question 
are merely evasions of the real issue. The biggest issues con- 
fronting the producers and distributors of perishables today 
are car shortages, refrigeration, and transportation service, 
which are away below former standards. 

It is rather amusing to note some of the remarks of the 
railroad officials in which they attempt to convey the impres- 
sion that the handling of perishables is not profitable. We have 
in mind many of the great carriers who really have been de- 
veloped by the handling of perishables. A prominent traffic 
authority stated the case very well a short time ago when he 
stated that the “railroads do not employ rate experts now 
adays, they employ mathematicians and auditors”; signifying 
that the carriers are not so much interested in developing 
communities and industries as they are in developing methods 
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of increasing rates which of course usually defeat their own 
ends. 

A prominent Chicago traffic attorney certainly stated the 
case very cleverly and comprehensively when he said in effect; 
“the good little shipper, from the railroad standpoint, is the 
man who will invest his money in producing a crop, load it 
on the cars, and then let the carriers delay it, forget to ice it, 
and otherwise neglect it, and then very decently refuse to file 
a claim on it.” 

My suggestion to the carriers is, if they want to avoid 
claims, give service. If cars are moved within a reasonable 
time and protected according to the usual methods, there can 
be no claims. 

George Lafbury, President, 


Albert M. Travis Company, 
Pittsburgh, Pa., March 6, 1923. 


APPLE AND POTATO PRICES 
Editor The Traffic World: 

I have read with a great deal of interest your editorial on 
“Senator Capper’s Plan,” and also the article, “Capper Dis. 
cusses Rates,” in the February 10 issue, and I fully agree with 
you in your editorial, but I do think you should have gone just 
a trifle further, and explained to your readers what Senator 
Capper has failed to do; that is, the real cause of the high retail 
prices paid for apples and potatoes. 

The average newspaper and magazine readers know nothing 
(and seem to care less) about the interstate commerce act, the 
transportation act of 1920, or section 15-A thereof, but these 
readers do know and are keenly interested in the prices which 
they are compelled to pay for their apples or potatoes, and when 
they read in one of the various Capper farm papers, or in either 
of his Topeka or Kansas City (Kan.) papers, or in any other 
publication, a statement made by a man occupying a position 
such as Senator Capper at present occupies, and that statement 
is permitted to go unchallenged, the reader, not being familiar 
with freight rates, has every reason to believe the statement to 
be correct and that high prices are due to the alleged high 
freight rates, while as a matter of fact, such is not the case, 
as the transportation charge is but a very small factor in the 
price the consumer is called on to pay, and, for your informa- 
tion, I propose to analyze the figures contained in Senator Cap- 
per’s discussion of freight rates. 


I will use the exact figures which Senator Capper has used 
in his statement, as undoubtedly they are correct or he would 
not have used them. He states that consumers in cities are 
paying ten cents each for apples; this is not true of all cities, 
but it is true that, at fruit stands in many cities, one is com- 
pelled to pay ten cents for an apple. After reading your article, 
I went to a fruit stand and purchased two particularly fine look- 
ing apples; I weighed them and found one to weigh seven ounces 
and the other nine ounces; a total weight for the two of sixteen 
ounces, or an average weight for each of eight ounces—one half 
pound. These two apples were perhaps slightly heavier than 
the average apple, but I am willing to use this average weight 
of one-half pound per apple. There are 2,000 pounds to a ton, 
which in the case of apples, would mean 4,000 apples, which, 
when sold at 10 cents each, would cost the consumers $400 a 
ton, while, according to Senator Capper’s own figures, the pro- 
ducer received but $15 a ton for his apples, and the railroads 
but $18 a ton for hauling them, or a total for the producer and 
the railroads of $33 a ton, leaving a balance to be divided be 
tween the commission man and the fruit-stand proprietor of $367 
a ton. 


Reducing this to a per apple basis, we find that the railroads 
would have received 41% mills per apple and the producer 3% 
mills per apple, or a total for the producer and the railroads of 
8% mills (less than one cent), leaving a balance to be divided 
between the commission man and the fruit stand proprietor of 
9 cents, 1% mills per apple. Senator Capper also states that 
the producers of potatoes are receiving but $10 per ton for pota- 
toes, while the railroads are receiving $12 per ton for hauling 
them, or a total for the railroads and the producer .of $22 per 
ton. Wisconsin potatoes are selling today in Mobile at four 
cents per pound, which means $2.40 per bushel, or $80 per ton. 
This leaves a profit for the commission man and the retailer of 
$58 per ton; reducing these figures to a per bushel basis, we 
find that the producer received but 30 cents per bushel, the rail- 
roads but 36 cents per bushel, leaving a balance for the commis 
sion man and retailer to divide between themselves of $1.74 per 
bushel. 

I am of the firm belief that neither the producer of the 
apples nor potatoes receive enough money for his product; I = 
equally satisfied that the railroads did not receive too mu¢ 
revenue for the transportation service furnished, for statistic 
on file in the office of the Interstate Commerce Commission : 
Washington will prove that the average railroad haul on iret 
and vegetables, carloads, throughout the United States the last 
year or two, is approximately one thousand miles. These com 
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Remember 
the new date- 
March 22nd ! 
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Port +t Newark Bidders 


Date of Sale for Army Supply Base 
has been postponed to March 22nd 


Additional Land Offered 


Unforeseen developments have made it necessary to post- 
pone the sale of the U. S. Army Supply Base located at 
Port Newark, N. J. This property, together with improve- 
ments and equipment, was originally offered for sale by 
Sealed Bids to be opened March Ist. 


The new sale date will be 11 A. M., March 22nd, at which 
time Sealed Bids, in triplicate, will be opened in the office 
of the Quartermaster General, Room 2024 Munitions 
Bldg., Washington, D. C. 


The Port Newark Booklet and all previous advertising 
approximately specify the equipment, improvements and 
terms of sale, but additional land is now included in the 
sale. The total acreage is now 136.171 instead of 118.62. 
Approximately 18.078 acres of this land is occupied under 
lease which expires March 1, 1925. Title to all buildings, 
improvements, trackage, etc., located on these 18-odd acres 
is invested in the lessee, and all bidders should govern 
themselves accordingly. The original specifications of 
property and improvements stand with the exception of 
the addition of these 18-odd acres of land. 


Send for amendment to original specification dated Janu- 
ary 8th. This may be obtained at either of the following 
addresses: Q. M. Supply Officer, N. Y.; Intermediate 
Depot, Ist Ave. and 59th St., Brooklyn, N. Y.; Quarter- 
master on the premises, Port Newark Terminal, Port 
Newark, N. J.; Q. M. General, Room 2024 Munitions Bldg., 
Washington, D. C., or Chief, Sales Promotion Section, 
Room 2515 Munitions Bldg., Washington, D. C. 


The Government reserves the right to reject any or all 
bids. 
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modities are perishable and require not only expeditious service, 
but a particular and costly class of equipment; refrigerator cars 
must be provided for apples, and either refrigerator or heated 
cars provided for potatoes, and, in view of the long haul and the 
class of service furnished, I do not believe any fair-minded per- 
son would deny the railroads the right to charge 4% mills per 
apple, or 36 cents per bushel on potatoes, for hauling them one 
thousand miles. 

What Senator Capper has failed to show his readers, is 
where the real cause of high prices aciually lies, and in the case 
of apples and potatoes, it is undoubtedly with the commission 
man and the retailer. The commission man, in most instances, 
has no capital invested, and, in many cases, the retailer has not 
much more; why then should the commission man and the re- 
tailer, with no capital invested, be permitted to make a profit 
of over 9 cents per apple where the railroad and the producer 
who have capital invested receive less than one cent per apple? 
And why should the commission man and the retailer, with prac- 
tically no capital invested, be permitted to make a profit of $1.74 
per bushel on potatoes, while the producer and the railroads, who 
have capital invested, receive a total of but 66 cents per bushel 
for their services? 

If Senator Capper wishes to do the consumers of the country 
a real service and bring about a reduction in the cost price of 
food articles, he should direct his mind to travel through what 
has heretofore apparently been unfrequented channels of thought, 
and endeavor to bring about the enactment of legislation that 
might have a tendency to limit the profit of retailers, and if he 
could succeed in doing this, he could then buy his apples for 
about 25 cents per dozen and his potatoes for about a dollar a 
bushel, and still allow everybody a reasonable profit. Personally, 
I do not believe anyone’s profits should be limited by law, but 
if it is fair that holders of railroad securities should only be al- 
lowed to earn 5% per cent on their investment, it seems that 
it might not be unfair to place a similar restriction on other 
lines of industry. 

I hope you will pardon me for writing at such length, but 
I know you are intensely interested in the subject. If the people 
could but realize it, they and the carriers are today confronted 
with the “biggest” transportation problem that any country has 
ever been called on to solve, and it can only be solved by the 
bringing about of a better understanding of the true situation 
and a closer relationship between the carriers and the public. 
Almost each and every one of the unfavorable comments one 
hears today on the railroad situation have their inception in the 
erroneous belief that freight rates are the cause of the producer 
not getting a sufficient price for his product, and the consumer 
having to pay too high a price for the commodities he consumes, 
while as a matter of fact, in almost every instance it can be 
shown beyond question of a doubt, that the freight rate is only 


a very small factor—and that the high prices paid are due to’ 


causes other than freight rates. Something must be done to 
give the public a better understanding of the true facts regard- 
ing the effect of freight rates, and I do not know how it can be 
better accomplished than through the columns of The Traffic 
World. 

My experience has taught me that shippers and the public 
in general are reasonable and fair-minded when these matters 
are explained to them, so, in so far as apples and potatoes are 
concerned, let’s begin their education by beginning where Senator 
Capper left off. J. F. Gavin, Traffic Manager, 

Alabama, Tennessee & Northern R. R. Corp. 

Mobile, Ala., Feb. 17, 1923. 


GRAIN MARKETS IN CONFLICT 


The Trafic World Washington Bureau 


The conflicting interests of grain markets were set before 
the Commission March 8 in an all-day argument on the recom- 
mendation made by Examiner McQuillan, in a report on No. 
13033, Atchison Board of Trade vs. Atchison, Topeka & Santa Fe 
et al., that the rate on wheat from Omaha to Duluth be increased 
from 17.5 to 23 cents, which would put Omaha one cent under 
Kansas City and permit the Missouri River markets below Omaha 
to go north with their grain at no greater difference over Omaha 
than Omaha goes south over Kansas City, namely, one cent. 

Participating in the argument were W. R. Scott for the com- 
plainant, C. T. Vandenover for the Southern Minnesota Mills, M. 
H. Strothman for the Minnesota Traffic Association, F. S. Keiser 
for the Duluth Chamber of Commerce, R. J. Hagman for the 
Omaha and Great Northern railroads, H. C. Wilson for Sioux 
City, J. A. Kuhn for the Omaha Grain Exchange, H. J. Campbell 
for the Chicago Board of Trade, C. J. Kucera for the Kansas City 
Millers’ Club, F. H. Towner, Chicago Great Western, and L. C. 
Mahoney for the Chicago, Burlington & Quincy. ° 

Duluth. In behalf of Duluth, Mr. Keiser contended the effect 
ern roads, objected to the proposed change in relationships, while 
the others spoke for the interests as they appeared to be affected 
by the change. By those favoring the proposal of the examiner, 
the change was denominated a restoration of the old relationship. 
Mr. Wilson for Sioux City interests said he did not care to dis- 
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cuss the matter because the Sioux City rate was not directly ip. 
volved, but he was prepared to answer questions. 

At present Omaha and Sioux City have the same rates to 
Duluth. In behalf of Duluth, Mr. Keisr contended the effec 
would be to deprive Duluth of one market through which to draw 
wheat. Answering a question as to whether Duluth used the 
Omaha market he vigorously assured the commissioners that 
Duluth did go to Omaha for grain. Mr. Kuhn, in discussing the 
proposal of Kansas City, put forward in this case, for a rate no 
higher than Omaha, said he did not believe that proposal was 
seriously made. 

Mr. Hagman said the roads represented by him felt they 
should be permitted to haul grain from Omaha to Duluth be. 
cause they did not reach the other markets farther down the 
Missouri. Answering a question as to whether they were satis- 
fied with the 17.5 cent rate now in effect, he said that that rate 
yielded about seven mills, while extension of the Omaha rate to 
Kansas City would give the railroads carrying from the lower 
crossing to Duluth something like five mills. 

Mr. Keiser insisted that the Commission should adhere to 
its finding, in a prior case, that there were no transportation con- 
ditions that warranted imposing any higher proportional rate on 
grain from Omaha and Sioux City to Duluth than on grain to 
Chicago. He said that raising the rate from Omaha would have 
the effect of eliminating Duluth from the competition at Omaha 
and tending to force the grain through Chicago and other Lake 
Michigan ports. 


GOLTRA CONTRACT CANCELED 


The Trafic World Washington Bureau 


An order has been issued by Secretary of War. Weeks 
revoking the contract entered into between the Chief of Engi- 
neers of the War Department and Edward F. Goltra of St. 
Louis, who was Democratic national committeeman from Mis- 
souri, providing for the acquisition and operation by Goltra of 19 
barges and 4 towboats built for and owned by the government. 

Under the contract, Goltra was to operate the vessels be 
tween St. Paul and St. Louis on the Mississippi and pay for 
them in five years. Although the contract was entered into in 
1919, Goltra never put the vessels into operation as provided 
by the contract nor did he pay any money on them, according 
to information at the War Department. 

Col. Ashburn, chief of the inland waterways service of the 
War Department, went to St. Louis this week to attend to the 
details of the situation growing out of the revocation of the 
contract. 


















































































































































DEFER NEW YORK PORT HEARING 


Concurrent hearings to be held by the Interstate Commerce 
Commission and the Port of New York Authority on the devel- 
ppment of a belt line system here have been postponed from 
March 15 to April 5 because of the injury to Chairman Aitchi- 
son of the I. C. C. The Port Authority issued the following 
statement, through Chairman Outerbridge: 












_ Owing to the fact that Chairman Aitchison, of Division 5 of the 
Interstate Commerce Commission, has not yet recovered from his 
recent injury and therefore is unable to come to New York, we are of 
the opinion that instead of going to Washington to hold the concur- 
rent session, it would better serve the convenience of _all parties inter- 
ested to have the session adjourned and held in New York. The 
earliest available date, April 5, was fixed for the beginning of a 
three-day session. Orders have been entered accordingly. 







MONEY FOR BARGE LINES 


The deficiency appropriation bill was passed by both 
branches of Congress with an appropriation of $500,000 for the 
inland waterways division of the War Department in connec 
tion with the operation of the government barge lines on the 
Mississippi and Warrior rivers. The $500,000 was requested to 
enable the service to meet deficits incurred in the operation of 
the lines and which will be incurred in the next few months. 









WATERWAYS AND CANALS 


The House has passed a Senate bill (S. 4211) authorizing 
and directing the Secretary of War to cause an examination 
and survey to be made of the intracoastal waterway from the 
Mississippi River at or near New Orleans to Corpus Christi, Tex. 

Representative Kelly of Pennsylvania introduced a bill au- 
thorizing an appropriation of $45,000,000 for a waterway con- 
necting the Mississippi and Ohio rivers with the Atlantic Oceal 
by way of Lake Erie. 






















TO CONSIDER TRANSPORTATION 
Transportation will be the foremost domestic question oe 
sidered by the Chamber of Commerce of the United States 
its annual convention in May in New York. The program 7 
the convention has not yet been completed, but the officials bs 
charge of it are making arrangements to have all phases of t 
transportation problem brought before the convention. 

























March 10, 1923 THE TRAFFIC WORLD 


‘ect 
raw 


: Mammoth 
: Merchandise 
Warehousing 


1 to 
lave 
aha 
sake 


i —a SECURITY HOUSE, 1405 ST. LOUIS AVE. 
ae f , ; KANSAS CITY, MO. 


a. , won SBE Facilities in Chicago 


Away from congestion, 42 Car Switch Tracks, 
Strictly Modern Buildings. Insurance Rates as 
low as I4c. L. C. L. Shipments made to any 
Trunk Line without Cartage Expense. Equipment 
of any kind always available. The Largest Con- 
signments Handled Promptly’ 


Facilities in Kansas City 
evel- 


In the Heart of the Wholesale Grocery District’ 
te and Adjacent to all Freight Terminals. Most 
wing Convenient for Deliveries and Pick-up Orders. 


Strictly Modern Buildings. Insurance Rates as 
f the BROKERS HOUSE, 1104 UNION AVE. low as 14c. Office and Floor Space to let. 
o = KANSAS CITY, MO. 


are of 
ncur- 
inter- 


DISTRIBUTION OF POOL CARS 4 SPECIALTY 


1 4 f 
(4 
qi 
a 
wa 

5 
— 
mal 
~~ 


a= 


1erce 


The 


both 
r the 
nnec- 
n the 
ed to 
on of 
yn ths. 


rizing 
iation 
m the 
, TeX 


ill au- 


7 ge = CHICAGO'S MOST MODERN WAREHOUSES 
Ocean ee 


.< [fl] CROOKS TERMINAL WAREHOUSES 


m for 5801-5967 WEST 65th ST., CHICAGO, ILL. 


of the 








572 THE TRAFFIC WORLD 





Questions and Answers 


In this department will be answered questions of both legal and 

{ practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 

will give his opinion in answer to any simple question relating to the law 


of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
blems. We do not desire to take the place of the traffic man but to 
elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


—— 


Tariff Interpretation—Effect of Rate Publication in Tariff from 
and to Points Named in Tariff, Yet Which Are Not Indexed 

Ilinois—Question: Is a rate published in a tariff and not 
indexed legally published? We find in Agent Boyd’s Western 
Trunk Line 90-C that a rate on oil is supposed to have been 
published in Lawrenceville, Ill., effective August 20, 1922, on page 
7, Supplement 31, to the tariff, but that the station is not in- 
dexed, or was not, until February 15, 1923, in Supplement 38. 

The point arises as to whether the rate was legally in effect 
without being indexed in the supplement of the original issue. 
We know that the Commission’s tariff circular requires indexing 
of stations where ‘there are more than 12 points of destination. 
If you know of any conference ruling or decision which will 
guide us in this, the information will be greatly appreciated. 

Answer: Supplement 31 to Boyd’s I. C. C. A-1166 appar- 
ently was published and filed as required by law. ‘That it is 
a lawful tariff schedule can hardly be doubted. This being 
true, the shipper is charged with a knowledge of its contents 
as well as the contents of the original tariff itself. 

The Commission’s Tariff Circular 18-A does require that, in 
a tariff of this size, the points of origin and destination shall 
be indexed, but we do not locate a ruling which holds the rate 
inself invalidated for failure to index the point to which the 
rate is published to apply, such point being specifically named 
on the same page as, and in connection with, the rate in ques- 
tion. 

In Cobb & Mitchell vs. Director-General, 59 I. C. C. 179, the 
Commission, in discussing a shipper’s contentions concerning 
the legality of a certain rate, said: “The principal contention 
is that the application of the 3314-cent rate from Rock Island 
on domestic shipments to El Paso was not legally canceled on 
April 1, 1916, by Supplement No. 6 to Southwestern Lines’ 
Tariff No. I. C. C..1107, because the supplement did not comply 
with Tariff Circular 18-A, in that it.did not list El Paso in 
the corrected list of destinations and there make reference to 
the following note: 


Rates to El Paso, Tex., apply only as proportional rates on ship- 
ments destined to Mexico, except Juarez, Mex 


“Complainant’s witness-.asserts that this note is not referred 
to in connection with any rates to El Paso. On page 18 of 
Supplement 6, under the heading ‘Class and Commodity Arbi- 
traries,’ is the following in connection with El Paso, Index No. 
555 ‘Cancel. For rates see S. W. L. Tariff No. 95, F. A. Leland’s 
I. C. C. No. 1119, Eugene Morris’ I. C. C. 580.’ This page amended 
page 99 of the original tariff, which provided the basis for 
making rate on lumber to El Paso by adding the class D arbi- 
trary to Texas common points. No change was made in the 
basis for constructing rates to El Paso (when destined to points 
in Mexico), index No. 556. 

“Rule 9 (g) of Tariff Circular 18-A requires a supplement 
of five or more pages to have an index, and a supplement of 
more than 23 pages to have a table of contents. Rule 4 re- 
quires such explanatory statements regarding rates and rules 
as to remove all doubt in regard to their proper application. 
This supplement contained an index of commodities similar to 
the index in the original tariff. All matter in the supplement 
not embraced in this index was referred to in the table of 
contents, where reference was given to pages 18 to 23 for 
amendment of points in arbitrary group. There appears to have 
been a substantial compliance with the rules of Tariff Circular 
18-A.” 

While the above case did not involve an exactly similar 
situation as the one you describe, it is much more complex and 
shows that the Commission will go a long way before holding 
a rate clearly published is invalid because of some technical 
breach of its rules. In your case it would not require much 
examination of Supplement 31 to discover the Lawrenceville 
rates, even though the station was not shown in the index. We 
hardly think this rate would be held invalid. It was in effect 
in Supplement 31 practically six months before the index show- 
ing Lawrenceville in Supplement 38 was published. 


Demurrage: Free Time Allowed on Cars Partly..Unioaded, 
then Reloaded and Reforwarded 

INlinois.—Question: Will you kindly advise how many days’ 

free time would be allowed on a car which is not permitted 
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to stop in transit to partly unload, car moving on through pj. 
ing from Minnesota to Illinois, a part of the contents removed 
and car rebilled to another destination in Illinois, permission 
being secured from the railroad company to use the car to fp. 
ward shipment from stopping point to destination, car not Origi- 
nally billed to stopover for the purpose of reconsigning oy 
diverting, and what connection has paragraph 4 of section ‘B” 
rule 2, of National Car Demurrage Rules and Charges Freight 
Tariff No. 4-C with a car of this nature? 

Answer: We do not know of any circumstances under 
which a carload shipment can be handled under through billing 
from point of origin to final destination with a stop in trangit 
and a break of bulk occurring in connection therewith, in the 
absence of tariff authority therefor; noting your statement that 
there was no authority for allowing the stop. 

If, therefore, the car came to rest at an intermediate point, 
on your request, and you broke the bulk of the shipment, you 
certainly have impaired the integrity of that shipment ag q 
continuous through movement, and it is as if you had originally 
billed the car to stop-off point, partly unloaded the car, then 
reforwarded same as a new shipment. 

Rule 2-B, paragraph 4, Demurrage Tariff 4-C, Jones’ 1. ¢.¢ 
1340, is properly applicable to such a situation. There were tivo 
shipments, but this fact alone does not warrant an allowance 
of 48 hours on the inbound movement and the same amount for 
loading the outbound shipment. The tariff provision mentioned 
provides: “Where a car held for unloading is partly unloaded 
and partly reloaded, 48 hours will be allowed for the entire 
transaction.” 

We know of no situation to which this provision would be 
more appropriately applicable than that which you have de 
scribed. ; 
Classification Rules: Articles Exceeding 22 Feet in Length and 

Too Long to Be Loaded Through Side Door Without Use 

of End Openings of Car 

Pennsylvania.—Question: Should the minimum charge in 
section 3 (a) or the minimum charge in section 3 (b) of rule 
29 of the Consolidated Classification be applied on a shipment 
of the following description: 9 pieces 1%4-inch iron pipe over 
22 feet long, with 75 degree bend on both ends, 1,340 pounds? 

The shipment, as described, could not have been loaded 
through the center doorway of a box car, the dimensions of 
which are specified in the rule referred to. However, inasmuch 
as the actual diameter was within that specified in section (b), 
we do not agree at first sight with the carriers that these 
75-degree bends would increase it. What is the actual intent 
of section 3 (b) in connection with such a shipment as that 
described? 

Answer: One of the chief conditions precedent to using 
the rating provided in section 3 (a), rule 29, is that the article 
in question be of dimensions other than those specified in sec- 
tion 3 (b). Apparently the only difference between the dimen- 
sions of articles subject to paragraph (a) and those subject 
to;paragraph (b) are that in (b) the article must exceed 22 
feet in-length and the diameter or other dimensions -must not 
exceed 12 inches. Clearly any article under 22 feet long and 
over 12 inches in diameter would be subject to the provisions 
of (a), and any articles conforming to (b) would not be ratable 
under (a). 

Your pipe being in excess of 22 feet in length and only 
1% inches in diameter, conforms to section 3 (b) and is subject 
to the lower minimum charge. As an exception to this con- 
struction, however, if this pipe was worked into a shape form 
ing a side of a rectangle or square, even though one or two sides 
of such square were missing, we believe the angles thus formed 
would constitute “dimensions” within the meaning of the rule, 
and, of course, being in excess of 12 inches, would subject such 
article to section 3 (a). As to a bent piece of pipe, however 
unwieldy it. might be, which does not form “dimensions” other 
than length, and diameter such as this pipe contained, we think 
rule 29, section 3 (b), properly applicable. 


Tariff Interpretation—Equalization of Loaded and Empty Mile- 
age on Private Tank Cars 
Oklahoma.—Question: Please refer to Jones’ freight tariff 
7-C, mileage rates and rule, item No. 90, rule 11, paragraph 
2, and give us your opinion regarding excess emntv miles om 
private-owned tank cars hanging over from one period to an- 
other; for instance, at the end of June 30, 1922, we had 1,000 
excess loaded miles on Railroad “A” and on June 30, 1923 | 
still had 1,000 excess loaded miles on Railroad “A”; would 10 
this excess loaded mileage be continued on and on from + 
period to another indefinitely as long as this rule is retained in 
the tariff and the cars do not change ownership? , 
Answer: We think the application of paragraph (1), as 
11, of item 90, will enable the reader to gather the full impor 
of paragraph (2). Paragraph (1) provides that if the agere 
gate empty mileage at the June 30 settlement of each year & 
ceeds the aggregate loaded mileage, a deficit against the ra 
owner is created. Such excess empty mileage must be paid ie 
by the.car-owner in.one of two. ways, viz.. by accruing an ed ‘hs 
alent amount of loaded mileage during the ensuing six mot vs 
or by payment of the carrier’s tariff rate, and if the “a 
has in the meantime paid the 1%4-cent allowance before 
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settlement, the car-owner must reimburse the carrier, and, in 
addition, pay the tariff rate on the excess empty mileage. The 
six months’ extra time after June 30 settlement is merely a 
period of grace in which the car-owner may earn enough loaded 
credits to retroactively apply to his previous June settlement 
in liquidation of the then determined deficit, 

When the trial balance of June 30 s s the situation to 
be the reverse, i. e., that there is an of leaded over 
empty mileage, the balance is on ‘the other’side of the ledger, 
the carrier being indebted to the car-owner 144 cents for each 
excess mile over and above the number of loaded miles neces- 
sary to cancel off the empty miles. According to rule 10, item 
88, the carrier must pay 1% cents for each loaded and empty 
mile, but the equalization rule operates to require the owner 
to pay mile-for-mile for his empty hauls. Having paid its empty 
mileage indebtedness with an equivalent of loaded credits, the 
excess loaded credits stand as balance due bills against the 
carrier. If the carrier has paid for them in advance they are 
due for cancellation on the June 30 settlement. If the carrier 
, pays only at the June 30 settlement generally, but fails to pay 
| the cash, the credits naturally are carried over in favor of the 

car-owner until such time as the carrier either pays the allow- 
ance, or the excess credits are consumed by an equivalent 
empty mileage. 

As we understand this operation, advance payment of the 
allowance by the carrier on the total mileage, automatically 
cancels the excess loaded mileage at the June 30 settlement. 
If this excess has not been previously paid for and remains 
unpaid, it is similar to any other credit against any other con- 
cern, it is good until paid by the debtor either in cash or addi- 
tional goods or additional service subject to be canceled other- 
wise only by some limitation established for the purpose of 
barring the claim, which, as we see it, does not exist in this 
case. In the case of average agreement matters, however, 
there is an arbitrary rule which cancels all excess credits ac- 
cruing in a given month’s operation, although the shipper has 
paid for such credits in prompt unloading of his cars. As we 
view it, in the equalization-of-mileage rule, the only limitation 
against the use of this excess, carrying same over from year 
to year, is payment by the carrier, or additional indebtedness 
in the form of excess empty mileage, created by the car-owner. 
Routing—Rate in Bill of Lading Determines Route in Absence 

of Routing Instructions 

Minnesota.—Question: On January 18, 1921, we presented 
to the “A” Railroad bill of lading covering a car of flour going 
to Streator, Ill. At that time there was a rate in effect via 
one route of 15 cents, and via another route of 21 cents. We 
did not show on this lading the routing required. However, 
. we showed the 21-cent rate. The originating line moved this 

car via the route taking the 21-cent rate. 

We later discovered the 15-cent rate and made claim on 
the road for this. They have refused our claim on the ground 
that they protecied the rate shown on the bill of lading. We 
contend that where no routing is shown on the bill of lading, 
regardless of the rate shown, it is the duty of the carrier to 
route shipment over the cheapest, reasonable route. 

In ruling No. 214 of the Interstate Commerce Commission, 
sections D and C, there is no reference made to the fact that 
, where a rate is shown and no routing that the carrier is obliged 
to follow the routing taking this rate. This ruling plainly states 
that where the routing is not shown it is the duty of the carrier 
+ route shipment over the cheapest, reasonable route known to 

m. 

We therefore believe that our claim against the railroad 
company is justified and should be paid in full. 

Answer: Where a rate is inserted in the bill of lading, this 
constitutes routing instructions in the absence of specific rout- 
ing instructions. See North State Lumber Co. vs. Southern Ry., 
39 I. C. C. 409; Highland Iron & Steel Co. vs. E. & I. Ry. Co., 
57 I. C. C. 549, and W. S. George Pottery Co. vs. Director-General, 
60 1. C. C. 372. 

Routing—Terminal Delivery Must Be Specified if Desired 

Wisconsin.—Question: On a car of lumber loaded at Owen, 
Wis., a Soo Line point, and billed to Milwaukee, Wis., via Soo 
Line care of C. & N. W., will you please advise if the Soo Line 
complied with routing instrductions in delivering the car to the 
C. & N. W. Ry. at Milwaukee on a switching movement, or 
should they have turned it over to them at the proper junction 
provided in the tariff for routing between Owen and Milwaukee 
when via the Soo and C. & N. W. railways? 

Answer: So far as interstate shipments are concerned. the 
ruling of the Interstate Commerce Commission is that where 
routing instructions are specified in the bill of lading in the 
Manner you outline the duty of the initial carrier is to turn 
the shipment over to the delivering carrier for a line haul 
(Fechheimer Steel & Iron Co. vs. P. R. R. Co., 51 I. C. C. 1838). 
The Interstate Commerce Commission has also ruled that un- 
less misrouting results in damages no reparation can be allowed 
(Lathrop, Shea, Henwood Co. vs. L. V., 24 I. C. C. 622). We 
are not familiar with the rulings of the state commission as to 
intrastate shipments, but the above principles are based upon 
proper considerations and should be applied. 
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POST OFFICE REPORT F 


The Post Office Department has issued a biennial report 
covering the period March 4, 1921, to March 4, 1923, in whieh 
the following appears: “The Story In a Nutshell. In 12th 
the postal deficit was $81,387,387.08. In 1921-22.the postal de 
ficit was $60,815,400.86. In 1922-23 the postal deficit will be $30, 
000,000. :In 1923-24 there will be a no deficit.” 

In the report, which was made to President Harding, was 
the following outline of the results of the first internation) 
postal conference held with Canada which have become opera. 
tive through the ratification of a treaty: 


Maximum weight of parcel post packages increased from foyr 
pounds, six ounces, to eleven pounds. - ] 

Maximum indemnity on registered articles originating jn 
either country and addressed to the other fixed at $25.00 insteaq 
of old Canadian domestic limitation of $9.65. 

Parcels passing between the two countries insured for $100.00 
as limit, insurance to be paid by country in which loss or pilfer. 
ing takes place, ; 

Established special delivery service between United States 
and Canada with international rate of twenty cents in addition 
to ordinary postage. 

Complete co-operation arranged between post office inspectors 
to prevent operation of mail frauds across the borders of the two 


nations, as well as adoption of uniform methods in detecting 
thefts. 


Transportation of Canadian parcel post packages destined 
for South America over routes across the United States. Free 
transit of closed mail through both countries. 

The direct handling of inquiries between postmasters of 
Canada and the United States, eliminating the necessity of these 


communications going through the several bureaus of each de- 
partment as was the old practice. 


PETITIONS FOR REHEARING, ETC. 

Complainants in No. 12748, William H. Kidston et al., trad. 
ing as A. G Kidston & Co., vs. D. L. & W. et al., and No. 13248, 
Hawthornes & Co., Ltd., vs. D. L. & W. et al, have filed-a 
supplemental petition for reargument and reconsideration of 
those cases. 

The Commission has been asked by complainants in No. 
14445, George A. Fuller Company and the Libbey-Owens Sheet 


Glass Company vs, Director-General et al., to grant a rehearing 
of that case. 


| 
No 





Digest of New Complaints 


. 12494. Supplementary complaint. Skinner Manufacturing Com- 
pany, Omaha, Neb., vs. Director General as agent, C. B. & Q 
et al. 

Unjust and unreasonable rates on macaroni products from 
Omaha, Neb., to various points in Oklahoma, Texas, Arkansas, 
and Louisiana. Asks cease and desist order, just and reasonable 
rates, and reparation. : 

No. 14451, Sub. 3. Wilson & Co., Inc., et al., Chicago, IIl., vs. St. 

Louis-San Francisco et al. : i 
Unjust and unreasonable rates on lard and lard substitute in 
carloads, from complainants’ factories in Chicago, Tll., Kansas 

City, Kan., and Oklahoma City, Okla., to destinations in Okla- 

homa, Arkansas, Louisiana, Texas, Missouri, Kansas and New 

Mexico. Asks cease and desist order and just and reasonable 


rates. : 

Me. ore" (aus. No. 4). Armour & Co. et al., Chicago, IIl., vs. St. L- 
ee i 
Unjust and unreasonable rates on soap, lard and lard substi- 

tute from Chicago to destinations in Oklahoma, Arkansas, Louis- 
iana, Texas, Missouri, Kansas and New Mexico. Asks cease and 
desist order and just and reasonable rates. i 
No. —° Apache Powder Co., Bisbee, Ariz., vs. Arizona Eastern 
et al. 
Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates on powder and other explosives in carload lots, from = 
and Kennard, Ariz., to points in New Mexico, Colorado, Utah, 
Nevada and the Republic of Mexico. Asks cease and desist order 
and just and reasonable rates. 1 

No. 14688. The Acme Mills, Hopkinsville, Ky., et al., vs. B. & O. et al, 

Complains of rates to Hopkinsville, Ky., on all articles of mer- 
chandise of every kind and description as provided for in ye 
solidated Freight Classification No. 3, I. C. C. O. C. No. 47, rom 
all points of origin shown in F. L. Speiden’s tariffs, I. C. C. = 
and 490. Asks cease and desist order, just and reasonable rate 
and reparation. 


No. 14690. Alderview Manufacturing Co., et al., Sultan, Wash., Vs 
Abilene & Southern et al. : udi- 
Unjust, unreasonable, discriminatory, preferential and pre} “ 
cial rates on lumber and other forest products from Leow 
Washington and Oregon to destinations in Colorado, Basse 2 4 
lahoma, Texas, New Mexico, Arkansas and Louisiana. dan 
cease and desist order, just and reasonable rates, and repara . 
No. 14691. Caddo Central Oil and Refining Corporation, Shrevepor 
La., vs. Kansas City Southern et al. : reju- 
Unjust. unreasonable, discriminatory and preferential or of 
dicial rates, in violation of the long-and-short-haul Prov ee 
Section 4, on several hundred cars of crude oil from Mexia, a 
to Shreveport, La. Asks cease and desist order, just and rea 
able rates and reparation. esi 
No. 14692, The New Idea Spreader Co., Coldwater, O., vs. Direc 
_ General, as agent, Cincinnati Northern et al. ‘ea in vide 
Unjust, unreasonable, preferential and prejudicial rates — * 
lation of the long-and-short-haul provision of Section ‘ 
cultural implements from Coldwater, O., to points in Wisc 
Asks _revaration. ve Abilene 
No. 14695. Pan aiye gees! Produce Co. et al, Dallas, Texas, VS. 
& Southern et al. ts 
Unjust and unreasonable .rates on live poultry from — 
in Texas to points in New York and--New-Jersey. Asks cea 
desist order, just and reasonable rates, and reparation. 





March 





era- 


four 


; in 
tead 


10.00 
\fer- 


ates 
ition 
stors 


two 
sting 


tined 
Free 


s of 
these 
1 de- 


trad: 
3248, 
ed: a 
m of 


| No. 
Sheet 
aring 


Com- 
& Q 


| from 
ansas, 
onable 


vs. St. 


‘ute in 
<ansas 

Okla- 
i New 
sonable 


St. L.- 


substi- 
Louis- 
ise and 


Sastern 


judicial 
Curtiss 
, Utah, 
3t order 


). et al. 
of mer- 
in Con- 
7, from 
, C. 674 
le rates 
ish., VS. 


prejudi- 
oints in 
sas, Ok- 
_ Asks 
yaration. 


-eveport, 


r preju- 
rision of 


on agti- 
risconsin. 


Abilene 


m points 
ease and 





March 10, 1923 




















































| GENERAL BOX COMPANY 


| 







Cincinnati Division 
The Cincinnati Divi- 
sion serves Southern 


Ohio, Northeastern 
proc, and South- 
eastern Indiana. 





HE Pioneer (wirebound) Box 

shown is the type of box used for 
shipping McQuay-Norris piston 
rings - pistons - pins. 


The enviable reputation enjoyed by 
this company can be attributed only 











No Damage Claims 


Eliminate Damage Claims 
Prevent Theft in Transit 
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Detroit Division 
—— The Detroit Division 
serves Michigan, 
. Northern Ohio and 
points in Northern In- 
diana. 





Ts Bed 


feat A a ull sdb 


to the characteristic care which is in- 
herent in all their operations. 


Intelligent investigation caused 
them to try-out Pioneer Boxes. 
After three years’ continuous use 
they have found out that Pioneers— 


Insure Minimum Shipping Weight 
Are Re-used by their Jobbers 
Provide a worthwhile advertising medium. 


The experience of McQuay-Norris is illustrative of the economies and ad- 
vantages gained by those shippers who have adopted modern packing and 


shipping methods. 


The Pioneer (wirebound) Box or crate can 
be made in many shapes and sizes. For 
numerous products it is the most practical 
shipping case. 


However, we manufacture all types of 
wooden containers. Our interest is cen- 
tered in rendering a broad, constructive 
boxing and crating service. A competent 
staff of box engineers, experienced in pack- 


ing and shipping almost every kind of 
product, is maintained for the purpose of 
providing customers with the best and 
most practical kind of container. 


Without cost or obligation this service is 
extended to all shippers East of the Rocky 
Mountains. Simply write us. Seventeen 


factories enable us to make prompt ship- 
ment. 


We will be glad to send you G.B. c. Service— 
a bulletin of information on better boxing and 


crating. 


It will interest you. 


506 NORTH DEARBORN sT. - CHICAGO 


fACTORIES AT hi 4 , 

alusa, Crawfordsville, Ind. y 
Brewton, Ala. Detroit, Mich. “7 
Brooklyn, N. Y. East St. Louis, Ill. . A 
Cincinnati, Ohio Hattiesburg, Miss. 











Nashville, Tenn. 


ra: Houston, Tex. New Orleans, La. 
Illmo. Mo. Pearl River, La. 
Kansas City. Mo. Sheboygan, Wis. 
Louisville, Ky. Winchendon, Mass, 
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Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


March 12—Washington, D. C.—Examiner Young: 
* Finance Docket 2730—In the matter of the application of the Illinois 
Terminal R. R. Co. for authority to issue securities. 
March 12—Chicago, Ill.—Examiner Weaver: 
14390—Chicago Fire Brick Company vs, Director General. 
: _— fourth section departures as may exist in the rates in- 
volved. 
March 12—Seattle, Wash.—Examiner Smith: 
12725—United States Steel Products Company vs. Director General 
A. & V. Ry. et al. 
14209—Mitsui & Company, Ltd. vs. Director General. 
March 12—New York, N. Y.—Examiner Wagner: 
14434— Western Stock Yards Company, et al. vs. N. Y. C. R. R. 
14529—International Paper Company vs. Maine Central R. R. et al. 
March 12—Omaha, Neb.—Examiner Mackley: 
—— Bridge Supply & Lumber Co. vs. A. T. & S. F. 
e 4 


March ba Fe ee gs Kans.—Examiner Oliver: 
14591—Board of County Commissioners, Crawford County, Kans., 
vs. St. L.-S. F. Ry. et al. : 
March 12—Washington, D. C.—Examiner Pattison: 
Valuation Docket No. 269—In re tentative valuation of the property 
of the Durham Union Station Co. 


March 12—Helena, Mont.—Examiners Barclay and Mullen: 
13930—Express rates, 1922. 
March 12—Washington, D. C.—Examiner Kelley: 
Valuation Docket No. 248—In re tentative valuation of the property 
of Washington Western Ry. Co. : 
March 13—St. Louis, Mo.—Examiner Keeler: ; 
14313—Certain-teed Products Corporation vs. Ark. & La. Mo. Ry. 


et al. 
14313 (Sub. No. 1)—American Asphalt Roof Corporation vs. Ark. & 
La o. Ry. et al. 


14313 (Sub. No. 2)—Speer Hardware Company vs. Ft. Smith & West- 
ern R. R. et al. Such fourth section departures as may exist in 
any of the rates involved. 

March 13—New York, N. Y.—Examiner Wagner: 
14356—Chase & Norton, Inc., et al. vs. Ann Arbor R. R. et al. 
March 14—Muskogee, Okla.—Examiner Oliver: 
14321—Adkins Hay & Feed Company, et al. vs. A. T. & S. F. et al. 
March 14—Kansas City, Mo.—Examiner Witters: 
* 1. and §. 1760—Absorption of switching charges at Galveston, 
Texas on grain for export. 
March 14—Hattiesburg, Miss.—Mississippi Railroad Commission: 
* Finance Docket 2745—In the matter of the application of the 
Edward Hines Yellow Pine Trustees Railroad for a certificate 
of public convenience and necessity authorizing it to operate a 
line of railroad heretofore constructed. 
March 14—Portland, Ore.—Examiner Smith: 
13918—Pacific Grain Company vs. Director General, Nor. Pac. et al. 
14500—Western Pine Lumber Company vs. Director General. 
March 14—Chicago, Ill.—Examiner Weaver: 
14509—Bergstrom Paper Company vs. Director General. 
14512—American Radiator Company vs. Director General. 
March 14—Argument at Washington, D. C.: 


Il. and S. No. 1545—Lumber from San Francisco Bay points when 
from beyond. 


13786—Hammond Lumber Company et al. vs. A. T. & S. F. Ry. et al. 
Mareh 14—Omaha, Neb.—Examiner Mackley: 
1. and S. 1733—Slack coal from Arkansas-Oklahoma mines to Texas. 
March 14—Washington, D. C.—Examiner Pattison: 
Valuation Docket No. 235—In re tentative valuations of the proper- 
ties of the Virginian Ry. Co. and the Virginian Terminal Ry. Co. 
March 15—New York, N. Y.—Division 5: 
14490—In the matter of efficient, economical and joint use of ter- 
minals of common carriers in the port of New York district and 
the cost to carriers of operating the terminals in performing com- 
mon carriers’ service. 
March 15—Rochester, N. Y.—Examiner Wagner: 
14453—Rochester Chamber of Commerce vs. N. Y. C. R. R. et al. 
March 15—Portland, Ore.—Examiner Smith: 
14211—Stephen-Smith Grain Company vs. Director General. 
March 15—Argument at Washington, D. C.: 


1. and §. No. 1712—Box shooks from the Carolinas and Virginia 
to Eastern Trunk Line territory. 


Finance No. 100—Deficit status of Abilene & Southern Railway. 
March 15—St. Louis, Mo.—Examiner Keeler: 
a eneeee Paint Co. et al. vs. Director General, A. & V. Ry. 


et al. 

13869—Certain-teed Products Corporation vs. Sou. Ry. et al. 

13869 (Sub. No. 1)—The Barber Asphalt Co. vs. Sou. Ry. et al. 
Such fourth section departures as may exist in any of the rates 
involved. 

March 15—Washington, D. C.—Examiner Sweet: 

Val. Dkt. No, 9—In retentative valuation of the property of the Tooele 
Railway Company. 

March 15—Washington, D. C.—Examiner Kelley: 

Valuation Docket No. 206—In re tentative valuation of the property 
of the Memphis Union Station Co. 

March 15—Denver, Colo.—Examiners Barclay, Mullen and Harraman: 

13930—Express rates, 1922. 

March 16—Washington, D. 
* 1. and S. 1761—Lime, C. L., from Knoxville and Luttrell., Tenn., 
to Bristol, Va.-Tenn., Johnson City, Tenn., and Canton, N. C. 
* Fourth Section Applications Nos. 1952, filed by L. & N. R. R. and 
1548, filed by Sou. Ry., concerning rates on lime, C. L., from Knox- 
ville and Luttrell, Tenn., to Bristol, Va.-Tenn., Johnson City, 
Tenn., and Canton, N. C. (in connection with I. and S. 1761). 
March 16—Sioux og § Iowa—Examiner Witters: 
14537—Sioux City Live Stock Exchange vs. C. St. P. M. & O. et al. 


C.—Examiner McQuillan: 
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March 16—Washington, D. C.—Examiner H. C. Davis: 

* Finance Docket 2804—In the matter of the application of the 
A. T. & S. F. Ry. Co. for authority to acquire control by leage 
of the line of the Rio Grande, El Paso & Santa Fe R. R. Co. z 

March 16—Argument at Washington, D. C.: 

I, Ey | oe 1713—Switching at Clinton, Okla., on the St. L.g, 

/~ ay. Co. 

13541—Carlton Consolidated Lumber Company vs. Director General, 

Sou. Pac. Co. 
March 16—Oklahoma City, Okla.—Examiner Oliver: 
14312—Dawson Produce et al. vs. A. & V. Ry. et al. 
Such fourth section departures as may exist in the rates 

involved. 

March 16—Portland, Ore.—Examiner J. E. Smith: 

I. and S. No. 1738—Wool and mohair from Pacific Coast and inter. 
mediate points to eastern defined territories. 

13483—West Coast Lumbermen’s Association vs. Aberdeen & Rock- 
fish R. R. et al. 

March 16—Washington, D. C.—Examiner Sweet: 

Valuation Docket No. 174—In re tentative valuation of the property 
of the Lake Erie & Fort Wayne Railroad Company, 

March 17—Cincinnati, Ohio.—Examiner Money: 

* 1, and S. No. 1767—Restriction in rates on red oil, C. L., from and 
to various points in C. F. A. territory. : 

March 17—Washington, D. C.—Examiner H. C. Davis: 

* Finance Docket 2826—In the matter of the joint petition of 
George B. Phillips and the Michigan State Telephone Co. for 
certificate that the proposed acquisition of the telephone prop- 
erties of Phillips and the Michigan State Telephone Co. by the 
Dowagiac Telephone Co. will be of advantage to the persons 
to whom service is to be rendered and in the public interest. 

* Finance Docket 2827—In the matter of the application of the Pa- 
cific Telephone and Telegraph Co. for a certificate that the pro- 
posed acquisition, by purchase of stock, of the Willamette Tele- 
phone Co. will be of advantage to the persons to whom service 
is to be rendered and in the public interest. 

March 17—Argument at Washington, D. C.: 

The Pacifific Coast Fourth Section Applications—filed by Southern 
Pacific, Santa Fe and Union Pacific Systems. 


a Paul, Minn.—Commissioner Hall and Examiners Healy 
an oy: 
* 12964—Consolidation of railroads. 
March 19—New York, N. Y.—Examiner Wagner: 
13010—New York Dock Railway vs. B. & O. R. R. et al. 
13010 (Sub No. 1)—New York Dock Railway vs. B. & O. R. R. et al. 
March 19—Portland, Ore.—Examiner Smith: 
14473—Dufur Orchard Co-owners’ Company, 
ceiver, vs. Aberdeen & Rockfish R. R. et al. 
March 19—Chicago, Ill.—Examiner Weaver: 
11703—In the matter of intrastate rates within the state of Illinois. 
March 19—Sioux City, Iowa—Examiner Witters: 
14176—Flanley Grain Company vs. Director General. 
14377—Sioux City Brick & Tile Company vs. Director General. 
March 19—Oklahoma City, Okla.—Examiner Oliver: 
14365—Prairie Cotton Oil Company vs. C. R. I. & G. Ry. et al. 
14150—The Corporation Commission of Oklahoma vs. Abilene & 
Southern Ry. et al. Such fourth section departures as may exist 
In any of the rates involved. : 
March 19—Argument at Washington, D. C.: 
13355—Northwestern Traffic & Service’ Bureau, Inc., et al. vs. Central 
Wisconsin Railway Co. et al. 
13611—Northern States Power Company vs. A. T. & S. F. et al. 
13611—(Sub. No. 1)—John Morrell & Co. vs. A. T. & S. F. et al. 
March 19—Omaha, Neb.—Examiners Barclay, Mullen and Harraman: 
13930—Express rates, 1922. 
March 19—Washington, D, C.—Examiner Kelley: 
Valuation Docket No. 216—In re tentative valuation of the property 
of the Northern Alabama Ry. Co. 
March 20—Excelsior Springs, Mo.—Commissioner Lewis: 
12945—In the matter of minimum carload weight on shipments of 
hogs within the state of Iowa. 
ee carload weights on hogs in Missouri and other 
states. 
March 20—Argument at Washington, D. C.: 
a National Live Stock Exchange vs. A. T. & S. F. Ry. 


A. C. Churchill, re- 


et al. 
ba tg | eppwea Coal Company vs. Director General, Un. Pat. 


ee 
13594—(Sup. No. 1)—T 
eral, Un. Pac. R. R, 


March 20—Washington, _D. C.—Examiner Sweet: 
Valuation Docket No. 256—In re tentative valuation of the property 
of the Duluth, South Shore & Atlantic Ry. Co. 
March 20—Sioux City, Iowa—Examiner Witters: 
14083—Norfolk Light and Fuel Company vs. A. T. & S. F. et al. 
March 21—Chicago, Ill.—Examiner Weaver: 
14130—R. N. Stanfield et al. vs. O.-W. R. R. & Nav. Co. et al. \ 
14274—The National Live Stock Exchange vs. A. T. & S. F. Ry. et 4. 
March 21—Chicago, Ill_—Examiners Barclay and Mullen: Ex: 
a Reed Furniture Co. et al. vs. American RY. 
press Co. 
March 21—Washington, D. C.—Examiner Kelley: . 
Valuation Docket No. 228—In re tentative valuations of the prope 
ag of the Mineral Range R. R. Co. and Hancock & Calumet R. >. 


0. 
rch 21—Argument at Washington, D. C.: 

M75870—The Clay Products Company vs. Director General. 
13403—Globe Rendering Company, Inc., vs. Director General. wit 
13498—North —S ay - Refining Corp. vs. Director Gen 

~a M&O. RR. R. Ct al. 
19808 (Sub. No. 1)—North American Oil & Refining Corp. vs. K 
Cc. M. & O. R. R. et al 
13498—(Sub. No. 
co we oe oe 


me, Meet Coal Company vs. Director Gen- 
et al. 


2)— North American Oil & Refining Corp. V% 

~ R. R. et al. : 

March 21—Chicago, Ill.—Examiners Barclay, Mullen and Harraman: 
13930—Express rates, 1922. 
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Corrugated and Solid Fibre 
SHIPPING CASES 


act like shock absorbers 


They are made of tough, resilient 
fibre that ABSORBS the force of a 
blow without injury to the contents. 


Let the PABCO Packing Engi- 
neers design a shipping case for you. 
Send us collect a “shipping unit’ of 
your merchandise. 
We will design a 
shipping case—pack 
your goods in it and 
ship it back to you 
prepaid. You can 
judge the value of 
the case by the con- 
dition in which it 
reaches you. 





Send us your merchandise today— 
merely writing us that it is coming 
so that we may be on the lookout 
for it. 


THE PARAFFINE COMPANIES, INC. 


A $12,000,000 Corporation 
on the Pacific 


Head Offices: SAN FRANCISCO 
PORTLAND OAKLAND LOS ANGELES 


erating 15 Plants 
oast 





SEATTLE 
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NEW ORLEANS 


(Second Port, U.S. A.) 





This Port Is Open Throughout the Year 


No Congestion — No Delay 


The map clearly illustrates the “Why” of New Orleans 





It Is Nature’s Gateway for the 
Mississippi Valley 


Use this port and get a conception of satisfactory 
transportation and service 


For further information address 


BOARD OF COMMISSIONERS OF THE PORT OF NEW ORLEANS 


(An Agency of the State of Louisiana) 


New Orleans, La. 
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|The San Antonio and Aransas Pass Railway Co. 








J. S. Peter, ddd 
Vice-Pres. & Gen. Mgr., Yy 
San Antonio, Tex. 
J. C. Mangham, 
Gen. Frt. Agt., Y Z, 
San Antonio, Tex. Amarill 30 Y) 
J. B. Brooks, Vi 


A. G. F. A., 
San Antonio, Tex. 


H. C. Franks, 
Gen. Agt. Frt. Dept., Y} 
San Antonio, Tex. Vy 


W. A. Springall, Uy 
Com. Agt., 
San Antonio, Tex. 
A. R. Canfield, Y 


Com. Agt., 
Houston, Tex. 
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SPEEDY, 
ACCURATE, 
AND 
ACCOMMODATING 
PERFORMANCE 


Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 
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3% days 
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Proportionate service to above is rendered to all intermediate points. 


Alice 
a | 
3 «e 4 oe 
34 oe 3% ae 












List of Direct Connecting Rail Lines: 
Aransas Harbor Terminal Railway 
Fredericksburg & Northern Ry. 

Gulf Coast Lines 

Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
Missouri, Kansas & Texas Ry. 

Southern Pacific Lines 

San Antonio. Uvalde & Gulf R. R. 

San Antonio Southern Ry. 

St. Louis Southwestern Ry. (Cotton Belt) 
Sugar Land Ry. 

Trinity & Brazos Valley Ry. 

Texas Mexican Ry. 
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SERVICE ® 
Service is not servility. It is the spirit of helpfulness; the desire : 
to be useful and joy in promoting the happiness and convenience % 
of others. ty 
18 
m: 
* e 

th 
Ask The Southern Pacific : 
Ua 

Whether you are shipping, or expecting a shipment, or just 
desire some general information; whether you are traveling, or ; 
thinking of traveling, or visiting or expecting visitors; whether the si 

shipping or the traveling or the general information relate directly 
to Southern Pacific territory or Southern Pacific business or not— pk 
ask the Southern Pacific. ou 
Un 
= ‘ . : TI 
This includes your family. When wife or children are travel- i 
ing have them take along a copy of above map. A letter or telegram pa 


to ‘‘Agent of Southern Pacific Lines’’ at nearest point shown will 
bring prompt and courteous response. 
4 


